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Some day you are going to find a lucrative place in your marketing plans for the West Indies, and 
McCormick stands ready to be of any help possible. Phone or write the Foreign Department of 
your nearest McCormick office for assistance in making contacts. McCormick men, trained on 
the ground, are ready to give you just the information you need to complete your plans. Sailing 
schedules and rates regularly furnished upon request. 
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We Do Our Part 


Construction of 3,775 freight cars and 133 EDIT 
passenger cars recently ordered by the Erie CURF 


Railroad will start at once. PROF 
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These additional facilities are proof of Erie’s 
MISC) 


faith in the future. 
LOSS 


SHIP! 


COOR 
OCEA 


INLA! 





AIR ° 


THE HEAVY DUTY RAILROAD 


MOTC 


THE 





QUES 


DOIN: 


PERS 


WOR! 


DIGE: 


DOCK 














Published weekly by THe TrarFic Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 








April 7, 1934 





THE TRAFFIC WORLD 











Name Registered U. S. Patent Office 

Published Every Saturday By 
Copyright, 1934 Twenty-sixth Year Member A. B. C. 
E. F. HAMM, Jr., President and Treasurer. HENRY A. PALMER, Secretary. 

Editorial and Business Staff 
H. A. PALMER, Editor and Manager. J. H. SWEET, Circulation Manager. 
B. J. HAMM, , Special Service Department, A. E. HEISS, Chief, 

Wi D.C. W: News Bureau 
Advertising Department—J. B. COX, R. W. CLASSEN. 

418 S. Market Street Mills nt, 
CHICAGO, ILL. WASHINGTON, D. C. 
DEES ciccucavaseses de asereenee ees ab tabwheeeeeeeieteeseere 631 
CURRENT TOPICS IN WASHINGTON............ ale lace RI ee Sas 633 
i ie ce be gl a a ee err 635 

DECISIONS OF THE COMMISSION: 
Pollock Paper and Box Co. vs. B. & O. et al.; No. 25700; cel- 
TE, II ao acca eink nie ashe Sc ae ma gine eaiseas ows -ece SOS 
Oyster shells from Tex.; fourth sect. ap. 25255............00. 638 
Garden City Meat Co., Inc., vs. S. P. et al.; No. 25694; sheep.. 638 
Conl trem 209-5 TOUT BOGb. BP. BOD kc ovickcsccccssecsecwsewss 638 
Sulphur, crude, to Erie, Pa.; fourth sect. ap. 15340........... 638 
Coke from Okla., Kan., and Mo.; fourth sect. ap. 15298...... 638 
Stoves and ranges to southern border points; fourth sect. ap. 
BEE ode alece ease stan veeN inosine shan Caen eeneakewondeek onesie 638 
MISCELLANEOUS TRAFFIC DECISIONS...........-cccccccccece 641 
LOSS AND DAMAGE DECICIONG  6on.cccvciccccdecccescscsecccess 641 
en: I ia s5 es aivig Weeden sake wen cake Veree ws 641 
U.S. SUPREME GCGURT DEGCIBRIONG. 2.06.06 5.0.csksicrcecesecccios 641 
COORDINATION OF TRANSPORTATION .............00eee0es 643 
a ee ea ee eee 647 
INLAND WATERWAY TRANSPORTATION ..............0-0000- 651 
Me ee ee 652 
MOTOR VEHICLE TRANSPORTATION ..............0ceeeceeees 653 
vie ee, a ae en a 656 
MUVESTIONGS AOC ADUBWOGAG  onnoince cc ciccccccccccccawseseswcsenes 657 
DOINGS GF THE TRAFFIC CLUDE 6oioiciccccccccddvcccscccccsses 662 
PEMOGTAL WEWE AND POOTEES occ ciccc ccciciviccccccccccscvcsses 664 
MOOT OF THE TRAFFIC MAM ioocivcicicccicccccacscscovvcccsesec 666 
DIGESTS OF NEW COMPLAINTS.................. Tisien ree ateaios 668 
DOCKET OF THE COMMIGBGION ...........ccccccccccccccscccsas 670 


The Traffic World 


PAGE 625 





STARRETT LEHIGH 
BUILDING 


a 
t- 
g 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-0297 
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Canada Atlantic Transit Co. of U. S. 


RAIL-LAKE DIFFERENTIAL SERVICE 


Service Resumed for the Season of 1934 


Effective May 1st—Rates Effective March 20th 


SHORT WATER HAUL 


SAVING IN FREIGHT CHARGES 
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Chicago, Ill. Kansas City, Mo. Milwaukee, Wis. 
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Minneapolis, Minn. Omaha, Nebr. St. Louis, Mo. St. Paul, Minn. it is 

J. M. WIESNER, Agent RAY CLARK, A. G. F. A. J. B. HECKENDORN, General Agent tive. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





GOVERNMENT INCONSISTENCIES 


HE public press, debates in Congress, and periodi- 

cals given to the discussion of economic questions 
are full of examples of inconsistencies in present day 
governmental policies, due principally to the so-called 
“new deal.” Some of these inconsistencies, while admit- 
ted by friends of the administration, are excused on the 
ground that they are unavoidable in the rush of putting 
into effect so many new measures and in changing so 
rapidly the forms and ideals of government; sometimes 
they are even justified as proper and necessary. On the 
other hand, those who criticise the “new deal” procedure 
point out that inconsistencies must be one of the conse- 
quences of hurry and short consideration and that this is 
one of the fundamental objections to the new procedure— 
it is too hurried and impulsive to be consistent or effec- 
tive. 

However all that may be in the wide field of all gov- 
ernment activity, it is certainly true that, in transporta- 
tion policy, there are many inconsistencies, some of them 
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foolish, some of them serious, and not any of them, in 
our opinion, necessary. They result, we think, from lack 
of planning and logical consideration. 

The outstanding example is the inconsistency be- 
tween the railroad emergency act, setting up a coordina- 
tor of transportation, and the national emergency act 
under which the codes are being promulgated. These two 
laws were signed by the President on the same day within 
five minutes of each other, yet one, the railroad act, is 
essentially an economy measure in which, as a concession 
to labor, it was thought necessary to check economies by 
providing that the level of employment should not be per- 
mitted, by reason of the law, to fall below a certain level, 
and the other is essentially a measure for increasing 
wages, employment, and prices. So patent is the incon- 
sistency that Coordinator Eastman has openly admitted 
that he is constrained by administration policy to coop- 
erate with N. R. A, rather than to proceed under the 
emergency railroad act and that, therefore, his function 
has become largely one of study rather than action. The 
only thing he has accomplished under the economy part 
of the law under which he acts is to bring about a reduc- 
tion in the salaries of railroad presidents, limiting them 
to a maximum of $60,000 a year. Acting as the agent of 
the President and somewhat within his province as a pro- 
motor of railroad economy, he engineered a deal by which 
the railroads were enabled to buy steel rails and other 
supplies at a reduced price—but in this was involved an- 
other inconsistency in that, in compelling the reduced 
price, the administration was acting contrary to its 
avowed purpose to raise commodity price levels and also 
in violation of its principle that there must not be col- 
lusion in bidding; the very terms and circumstances of 
the deal involved collusion or understanding among the 
makers of steel who consented to the prices stipulated by 
the administration. Now, notwithstanding all that has 
been said about the economy function of the coordinator 
having been submerged by the N. R. A. program, we find 
him, inconsistent with N. R. A., putting out suggestions 
to the railroads for handling their merchandise traffic 
that would result in economies in operation and, there- 
fore, reduction in working force. 

It is all very difficult to understand. It looks very 
much as if there were no real and considered plan and 
no central authority or checking of individual ideas but, 
rather, a putting into effect today of what someone hap- 
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pened to think, on arising in the morning, might be his 
daily good deed, without regard for what some other boy 
scout might be doing in conflict therewith. 


We have the government, through R. F. C. and P. W. 
A., lending vast sums to the railroads to keep them going 
and, on the other hand, persisting in its own waterway 
enterprise competing unfairly with the railroads and ap- 
propriating large sums of money for the development of 
shallow streams and mudholes for the further promotion 
of waterway transport that is not needed and that, unless 
policies are changed, will create still more unfair com- 
petition—all at the expense of the taxpayers and the 
railroads. A major waste of this sort was only prevented 
by failure of a temporarily recalcitrant Senate to ratify 
the administration’s treaty with Canada for construction 
of the proposed St. Lawrence canal. 

In the field of air transport and its carriage of the 
mails we find the government, though it has long been 
its policy to subsidize this service, suddenly cancelling 
the air mail contracts on charges of collusion that were 
not then and have not since been proved, and transferring 
the service to the army, which has made a miserable 
failure of it because of lack of experience and equipment. 
Now, realizing but not admitting its mistake, it adver- 
tises for temporary contracts, stupidly stipulating, how- 
ever, that no company with an officer identified with one 
of the companies whose contracts were cancelled may 
bid, thus making a joke of the temporary plan, for the 
reason that few are in position to bid who are not con- 
nected with the discredited companies, and new ones 
would not be likely to bid anyhow for such temporary 
business until it is known what the permanent policy 
will be. In the meantime the public suffers. 

A definite program of putting the motor and rail 
transportation on even terms with respect to competi- 
tion by equalizing regulation has been put up to the 
President and Congress by Coordinator Eastman and the 
Interstate Commerce Commission and a definite measure 
is already before Congress, where it slumbers. Senti- 
ment pretty generally favors legislation of this charac- 
ter. But there is, apparently, no definite administration 
purpose to effectuate it. Instead, the commercial trucks 
and busses are governed by codes and the railroads con- 
tinue to be governed as to rates, service, wages, and what 
not, by the old laws, nothing being accomplished or even 
planned by the administration, so far as can be seen, to 
solve the problem of fair competition among the various 
forms of transport. 


Further examples may occur to others of the hodge 
podge that exists, some of it of long standing and some 
of it due to recent developments. It would seem that 
at least one of the necessities of the time was a coordina- 
tion of transportation measures and policies with a view 
to some definite plan. Any plan, however subject to criti- 
cism it might be, if it were really a plan, would, it seems 
to us, be preferable to the present confusion. Nothing 
contributes so much to business depression, in our opin- 
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ion, as a lack of certainty as to what one is expected to 
do or what he may be expected to do tomorrow. 


RAIL WAREHOUSE PRACTICES 


Another chapter in the Commission’s story of alleged abuses 
of storage in transit is expected to be written in I. and S. No. 
3972, extension time limit on expense bills, New York Harbor. 
The asserted abuses were treated by the Commission at length 
in a report in Ex Parte No. 104, practices of carriers affecting 
revenues and expenses, part VI, warehousing and storage of 
property by carriers at the port of New York, N. Y. (see Traffic 
World, December 30, 1933, p. 1157). 

In I. and S. No. 3972, the Commission, on its own motion, 
suspended from April 1 to November 1, 1934, schedules in Balti- 
more & Ohio I. C. C. No, 22534, supplements Nos. 7 and 8 to New 
York Central I. C. C. N. Y. C. No. 16623, in so far as they pro- 
posed to extend, for a period of six months, the time limit on 
expense bills covering crude rubber and/or paraffin wax, held 
in storage at points in New York harbor. The items pertaining 
to paraffin wax were dated to become effective April 1. Those 
covering crude rubber were dated to become effective April 15. 

“Extension of the time limit on expense bills, in ordinary 
English, as distinguished from tariff English, means that, if the 
tariffs are not suspended, the storage will continue for whatever 
additional period is named in the tariff. The suspended tariffs, 
but for the suspension order, would have continued in effect 
the transit storage for another six months’ period. The traffic 
covered by the expense bills affected by the suspended schedules 
has been in storage two years and two and a half years. 

Abolition of storage means that unless those who have had 
the commodities in storage get them out before the expiration 
of the period they will have to pay the local rate from the storage 
point to final destination in effect at the time of the expiration 
instead of the rate in effect when the storage was begun. Fre- 
quently the local rate from the storage point to the final des- 
tination is higher than the rate that applies under the storage-in- 
transit arrangement, 


The connection between this suspension proceeding and Ex 
Parte No. 104, part VI, is emphasized, it is believed, by the fact 
that the suspension proceeding has been set for hearing, in 
Washington on April 24, before W. P. Bartel, director of the 
Commission’s Bureau of Service. He has been in charge of the 
investigation that resulted in the Commission’s report in Ex 
Parte No. 104, hereinbefore cited. In this proceeding the burden 
of justifying the proposed extension will be upon the carriers 
proposing it. On account of the Commission’s positive stand 
in that report on the warehouse practices of carriers at New 
York, the thought is that highly persuasive facts will be needed 
to induce the Commission to permit the extension to become 
effective. 


The Commission, in I, and S. No. 3972, has called on the 
Baltimore & Ohio, the Delaware, Lackawanna & Western, the 
Erie, the Lehigh Valley, the New York Central, the Pennsylvania, 
and the West Shore, for data, not later than April 19, concerning 
storage-in-transit of crude rubber and paraffin wax in New York 
harbor. A questionnaire sent to these carriers mentioned re- 
quires them to report the number of pounds of crude rubber and 
paraffin wax held in storage on April 1 in each storage facility 
operated by each either directly or indirectly in the New York 
Harbor district. 

The carriers are to report the number of pounds of crude 
rubber held at each facility on April 1 which went into storage 
prior to October 15, 1931, and between October 15, 1931, and 
April 15, 1932. Each of the respondents is to report the number 
of pounds of paraffin wax held on April 1 which went into stor- 
age prior to April 15, 1932, and between April 15, 1932, and Octo- 
ber 15, 1932. 


The carriers are also to report the number of pounds of 
crude rubber and paraffin wax moving out of storage by truck 
or otherwise delivered locally in the period from April 1, 1933, 
to April 1, 1934, that is, crude rubber and paraffin wax which 
did not move out of storage by rail over the lines of carriers 
performing the storage service. In addition, data are to be 
furnished as to each storage facility operated by a respondent, 
directly or indirectly, showing with respect to crude rubber and 
paraffin wax, separately, the amount of liability assumed by 
the respondent for loss or damage by fire, that is, insurance on 
crude rubber in storage on April 1, 1934, which went into storage 
prior to April 1, 1932; on paraffin wax in storage on April 1, 
1934, which went into storage prior to October 15, 1932; amount 
of money collected from shipper or owners of the commodities 
specified for insurance against loss by fire; and the cost to re- 
spondents for reinsurance to protect the liability or the amount 
of reserves sinking funds set up to cover the liability. 
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Current Topics in 
Washington 





Resignation of Kenneth R. Kings- 
bury, president of the Standard Oil 
Company, of California, from the Plan- 
ning and Coordination Committee repre- 
senting the oil industry under the oil code because he and his 
company had been indicted under the anti-trust law, calls atten- 
tion to the assaults the government of the United States has 
been making, off and on, on the business of the country, since 
1914. With one hand it tells business to do a certain thing; 
with the other it clouts it over the head for doing the thing 
ordered. 

In February, Secretary Ickes told the California petroleum 
industry to form a cartel—the European name for that which, 
in the United States, is called a combination in restraint of 
commerce. It did so. 

A month later, the United States attorney for the southern 
district of California gets the grand jury to indict Californians 
for what they have done under Secretary Ickes’ prescription. 
Kingsbury resigned from the committee that was set up under 
the code to help Secretary Ickes carry out the administration’s 
plans for restoring prosperity. The committee refused to accept 
Kingsbury’s resignation, which, he said, was offered solely on 
account of the indictment. Ickes accepted it but not until after 
he had advised the public that he disagreed with the govern- 
ment’s attorney for the southern district of California, 

“It is my belief that the cartel which I promulgated in 
February would have gone far to solve the difficulties of the 
oil industry in California,” said Secretary Ickes. “It would have 
done away with destructive price wars. It would have assured 
against overproduction of crude oil. These indictments have 
had the effect of once more throwing the oil industry on the 
Pacific Coast into a state of chaos.” 

The Federal Trade Commission has also taken a wallop at 
the steel industry. That industry, under the leadership of NRA 
Administrator Johnson, set up a scheme of price-making. No 
sooner was it in good working order than the Federal Trade 
Commission reported that what President Roosevelt had called 
good, when he approved the steel code, was in violation of its 
order abolishing the “Pittsburgh plus’ method of making prices. 
Theoretically the subscribers to the code are subject to indict- 
ment and punishment under the anti-trust law administered by 
the Federal Trade Commission. 

Such method of government has wasted tax-payers’ money, 
in greater or lesser amounts, ever since 1914. .In that year the 
Federal Trade Commission law, intended to mitigate the harsh- 
ness of the Sherman anti-trust law, supposedly permitting the 
ruling of industries by codes suggested by them and approved 
by the government, was enacted. In times past, the Federal 
Trade Commission has given some industry the idea that what 
it was doing was not in violation of law, only to have the Depbart- 
ment of Justice come along and suggest that those acting under 
the supposed protection of that commission might be subject- 
ing themselves to prosecution under the Sherman law. 

The strength of American business, it might be suggested, 
has been demonstrated by the fact that, notwithstanding such 
costly inconsistencies, it has not dried up and blown away. 
Under the new deal, a larger share of American industry is 
under the thumb of the government than ever before. Notwith- 
standing that fact it is showing signs of recovery from the 
Katzenjammer into which it was thrown by the wild speculation 
and some stealing by insiders in the era that culminated with 
a bang in the fall of 1929. 


American Business 
Not a Weakling 





The law of the land to govern the 
judges therein when they handle cases in 
which the plaintiffs seek to recover dam- 
ages on account of personal injuries re- 
ceived in attempts to cross railroads 
tracks has been shortened. 

A few years ago, the Supreme Court of the United States 
received unusual notice in the newspapers on account of its 
opinion in B. & O. R. Co. vs, Goodman, 275 U. S. 66 (48 S. Ct. 


Law for the Man 
About to Cross 
a Railroad Track 
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Rep. 24). In that case it said, among other things, that “in 
such circumstances, it seems to us that, if a driver cannot be 
sure otherwise whether a train is dangerously near, he must stop 
and get out of his vehicle, although obviously he will not often 
be required to do more than stop and look.” 

That, judges in some federal courts thought, added to the 
law that guided them. The words were taken as indicating 
that it was almost, if not altogether, obligatory on a driver to 
get out of his vehicle to make sure that there was no train 
coming. 

In No. 585, John Pokora, petitioner, vs. Wabash Railway Com- 
pany, respondent, a damage case based on injuries to the driver 
of an ice wagon, the Supreme Court on April 2 definitely limited 
the Goodman case. 

“The opinion in Goodman’s case,” said Justice Cardozo, “has 
been a source of confusion in the federal courts to the extent 
that it imposes a standard for application by the judge and has 
had only wavering support in the courts of the state. We 
limit it accordingly.” ’ 

Reciting the essential facts in the Goodman case, Justice 
Cardozo said that Goodman, traveling five or six miles an hour, 
had, before reaching the track, a clear space of eighteen feet 
within which the train was plainly visible. With that opportu- 
nity, the justice said Goodman fell short of the legal standard 
of duty established for a traveler when “he failed to look and 
see.” 

That statement, Justice Cardozo said, was decisive of the 
case. But the Supreme Court, he pointed out, did not stop there. 
Instead, it went on with the language indicating that it thought 
Goodman’s duty was also to get out of his vehicle and look, 


In the trial of the Pokora case, the first court held that 
Pokora had been guilty of contributory negligence, The Circuit 
Court of Appeals affirmed the decision of the lower court on the 
authority of the Goodman case—hence, the present dealing of 
the Supreme Court with the Goodman case decision and the 
limiting of it so that the judge does. not have to set up, as a 
standard to be observed by those about to cross railroad tracks, 
that the driver get out of the vehicle. In this Pokora case the 
court pointed out that, if Pokora had got out of his truck, he 
could not have got back to it and crossed the track without 
being hit. He could not have saved himself because the train 
that hit him was traveling twenty-five or thirty miles an hour 
and, even if Pokora had walked to the track, he could not have 
seen the train in time to avoid it because the layout of the 
tracks was such that there was little range of vision for a 
man taking such precautions. 

The net effect, seemingly, is that no judge can say that, 
because the driver did not get out to look, he cannot maintain 
the suit but must be thrown out of the court on the ground of 
contributory negligence. The question whether a man claiming 
damages acted prudently, seemingly, is one for the jury and not 
for the judge. 





Activities under or in connection 
with NRA codes, it is believed, are 
making the question of what percent- 
age of the workers are in unions one 
of great importance. Many unions, 
at times, have demanded “recognition” 
as spokesmen for all workers in a plant or an industry. 

Sometimes employers have bluntly refused recognition on 
the ground that the union making the demand represented only 
a minority of the workmen. In other cases they have demanded 
to know what percentage of men were in the unions professing 
to represent all. Under the recent construction placed on sec- 
tion 7(a) of the national industrial recovery law, the percentage 
represented by this, that, or the other committee or union be- 
comes important in the sense that an employer may come to the 
conclusion that the unions or committees representing a large 
percentage are entitled, by the fact of large percentage, to con- 
trolling weight. But, even so, under the construction referred 
to, even a small minority is entitled to do its own bargaining. 

In a statement intended to show business, its stockholders, 
customers, and employes that they must fight the Wagner and 
Connery “labor disputes” bills (S. 2926 and H. R. 8423), the 
Associated Industries of Missouri point out that a recent com- 
pilation by the National Industrial Conference Board indicates 
that 45.7 per cent of workers are still dealing individually with 
their employers, 45 per cent through employe representation 
plans formed in their own companies, and only 9.3 per cent are 
dealing through unions, It adds that, up to this time, organized 
labor has never mustered more than 10 per cent of the nation’s 
workers in its membership. The statement declares that the 
effect of the bills is to provide for the “closed shop,” place a 
premium on strikes, destroy the opportunity now given employes 
to bargain collectively with their employers through company 


Organized Labor 
Membership Question 
Becoming Important 




































PAGE 634 





unions, and assure domination by labor boards and their agents 
over employment in every type of business. 





Ernst Gerstenberg, whose name went 


Ernst around the world linked with those of Theo- 
Gerstent dore Roosevelt and Prince Henry, of Prussia, 

avecipvmaiataa is dead in his eightieth year. Gerstenberg was 
Is Dead one of those restaurateurs the fame of whose 


cooking in the late Victorian era made Wash- 
ington known for something other than false front and “snide” 
politics. 

When Prince Henry came here as the representative of his 
brother, the last kaiser, to the launching of the imperial yacht 
that was being built in an American ship yard, some thirty 
years ago, Theodore Roosevelt entertained him at the White 
House. The President paid the German prince the compliment 
of a beer fest in the big east room. 

“Prosit,’” said Henry of Prussia, looking at the President 
as he raised the stein to his lips. He drank it all. It was a 
glass bottomed stein. When Prince Henry looked through the 
glass bottom, this is what the read: 

“Stolen from Ernst Gerstenberg.” That was the making of 
the evening for Henry. He “razzed” Roosevelt merrily about 
his disregard of the command, “thou shalt not steal,” to his 
heart’s content. 

Of course, the explanation was that Gerstenberg had been 
commissioned to furnish the finest brew he had. Naturally, he 
brought with him his own steins, protected, as he thought, by 
the words that tickled the risibilities of the prince. 

Public men and newspaper correspondents ate at Gersten- 
berg’s restaurant, the preparation of the food in which was 
under the immediate and constant supervision of Frau Gersten- 
berg. When prohibition came, Gerstenberg folded his apron 
and gave away his frying pans. He contended that good eating 
and drinking went together and could not, decently, be separated. 
—A. E, H. 


REVENUE FREIGHT LOADING 


The American Railway Association announced April 6 that 
revenue freight loading the week ended March 31 totaled 608,443 
cars, a decrease of nineteen cars under the preceding week, but 
an increase of 110,087 above the corresponding week last year, 
and an increase of 63,482 above the 1932 week. Miscellaneous 
loading totaled 226,922 cars; merchandise, 166,125; grain and 
products, 27,512; forest products, 23,962; ore, 4,199; coal, 138,558; 
coke, 7,624; live stock, 13,541. 


Loading of revenue freight the week ended March 24 totaled 
608,462 cars, according to the car service division of the Amer- 
ican Railway Association (see Traffic World, March 31). This 
was a decrease of 17,311 cars under the preceding week, but an 
increase of 128,503 cars above the corresponding week in 1933 
and 47,344 cars above the corresponding week in 1932. 


Miscellaneous freight loading the week ended March 24 
totaled 228,208 cars, an increase of 646 cars above the preceding 
week, 64,743 cars above the corresponding week in 1933, and 
41,366 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
166,542 cars, an increase of 413 cars above the preceding week, 
11,275 cars above the corresponding week in 1933. It was, how- 
ever, a decrease of 18,801 cars below the same week in 1932. 

Grain and grain products loading for the week totaled 29,884 
cars, a decrease of 2,068 cars below the preceding week, 1,471 
cars below the corresponding week in 1933, but an increase of 
2,777 cars above the same week in 1932. In the western districts 
alone, grain and grain products loading for the week ended 
March 24 totaled 19,185 cars, a decrease of 987 cars below the 
same week in 1933. 

Forest products loading totaled 24,810 cars, a decrease of 
354 cars below the preceding week, but an increase of 8,840 cars 
age a same week in 1933, and 4,503 cars above the same week 
n ; 

Ore loading amounted to 4,378 cars, an increase of 368 cars 
above the preceding week, 2,123 cars above the corresponding 
betray in 1933 and 1,397 cars above the corresponding week in 

Coal loading amounted to 133,616 cars, a decrease of 14,543 
cars below the preceding week, but increases of 41,187 cars 
above the corresponding week in 1933 and 16,494 cars above 
the same week in 1932. 

Coke loading amounted to 7,394 cars, a decrease of 1,366 
cars below the preceding week, but increases of 3,211 cars above 
the same week in 1933 and 2,173 cars above the same week 
in 1932. 

Live stock loading amounted to 13,630 cars, a decrease of 
407 cars below the preceding week, 1,405 cars below the same 
week in 1933, and 2,565 cars below the same week in 1932. In 
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the western districts alone, loading of live stock for the week 
ended March 24 totaled 10,702 cars, a decrease of 1,003 cars 
below the same week in 1933. 

All districts reported increases for the week of March 24 
compared with the corresponding week in 1933. All districts 
also reported increases compared with the same week in 1932, 

Revenue freight loading the week ended March 24 and for 
the corresponding period last year, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 4,966 and 5,118; live 
stock, 1,277 and 1,402; coal, 30,675 and 22,924; coke, 2,451 nad 1,768; 
forest products, 1,644 and 977; ore, 635 and 329; merchandise, L. C. 

., 44,835 and 40,563; miscellaneous, 56,099 and 34,784; total, 1934, 
142,582; 1933, 107,865; 1932, 128,587. 

Allegheny district: Grain and grain products, 2,791 and 2,874; live 
stock, 1,013 and 1,054; coal, 35,917 and 22,865; coke, 3,056 and 1,400; 
forest products, 992 and 705; ore, 757 and 196; merchandise, L. C. L, 
31,613 and 30,863; miscellaneous, 44,248 and 26,605; total, 1934, 120,387; 
1933, 86,567; 1932, 111,984. 

Pocahontas district: Grain and grain products, 298 and 246; live 
stock, 25 and 53; coal, 34,595 and 20,366; coke, 456 and 125; forest 
products, 656 and 322; ore, 45 and 6; merchandise, L. C. L., 5,363 and 
mem. 5,933 and 4,332; total, 1934, 47,371; 1933, 30,109; 

Southern district: Grain and grain products, 2,644 and 2,945; live 
stock, 613 and 821; coal, 16,856 and 11,312; coke, 331 and 219; forest 
products, 6,982 and 5,196; ore, 614 and 70; merchandise, L. C. L,, 
29,605 and 27,150; miscellaneous, 38,312 and 32,120; total, 1934, 95,957; 
1933, 79,833; 1932, 88,673. 

Northwestern district: Grain and grain products, 7,752 and 7,980; 
live stock, 3,366 and 3,797; coal, 5,151 and 4,402; coke, 861 and 496; 
forest products, 7,493 and 4,539; ore, 109 and 382; merchandise, L. C, 
L., 19,280 and 18,065; miscellaneous, 24,927 and 17,530; total, 1934, 
68,939; 1933, 57,191; 1932, 64,193. 

Central Western district: Grain and eee products, 7,783 and 
8,056; live stock, 6,025 and 6,355; coal, 7,520 and 7,854; coke, 161 and 
113; forest products, 3,858 and 2,209; ore, 1,992 and 995; merchandise, 
L. C. L., 23,078 and 21,885; miscellaneous, 33,657 and 26,495; total, 
1934, 84,074; 1933, 73,962; 1932, 81,948. 

Southwestern district: Grain and grain products, 3,650 and 4,136; 
live stock, 1,311 and 1,553; coal, 2,902 and 2,706; coke, 78 and ; 
forest products, 3,185 and 2,022; ore, 226 and 277; merchandise, L. C, 
L., 12,768 and 12,077; miscellaneous, 25,032 and 21,599; total, 1934, 
49,152; 1933, 44,432; 1932, 47,945. 

Total, all roads: Grain and grain products, 29,884 and 31,355; live 
stock, 13,630 and 15,035; coal, 133,616 and 92,429; coke, 7,394 and 4,183; 
forest products, 24,810 and 15,970; ore, 4,378 and 2,255; merchandise, 
L. C. L., 166,542 and 155,267; miscellaneous, 228,208 and 163,465; total, 
1934, 608,462; 1933, 479,959; 1932, 561,118. 


Loading of revenue freight in 1934 compared with the two 
previous years follows: 


1934 1933 1932 

Four weeks in January ........... 2,177,562 1,924,208 2,266,771 
Four weeks in February ............ 2,308,869 1,970,566 2,243,221 
Week ended March 8 ...........cee00. 604,137 481,208 559,479 
Week ended March 10 ............... 612,402 441,361 575,481 
Week ended March 17 ...........+... 625,773 453,637 584,759 
Week ended March 24 .............. 608,462 479,959 561,118 

EE Siivetecnavteesd ovdusnneunene 6,937,205 5,750,939 6,790,829 


FINANCE APPLICATIONS 


Finance No. 10428. The Kansas City, Merriam & Shawnee Railroad 
Co. asks authority to abandon its line of electric railroad from Rose- 
hill, Kan., to Kansas City, Kan., and the extension thereof at Mer- 
riam, Kan., connecting with the lines of the St. Louis & San Fran- 
cisco, 7.11 miles. 

Finance No. 10430. J. M. Kurn and John G. Lonsdale, trustees, 
St Louis-San Francisco Railway Co., debtor, ask authority to con- 
struct 560 feet of proposed interchange track with the Joplin-Pitts- 
burgh Railroad Co., near Cherokee, Kan., to be used in lieu of present 
interchange track between applicant’s railroad and the Joplin & Pitts- 
— = Pittsburg, Kan. 

inance No. 10431. J. M. Kurn and John G. Lonsdale, trustees, 
St. Louis-San Francisco Railway Co., debtor, ask authority to abandon 
290 feet of track at Pittsburg, Kan., for the reason that the State 
Highway Department is widening streets making it necessary that 
the track be discontinued. 

Finance No. 10406. Second supplemental application of New York 
Central Railroad Co. for authority to pledge bonds as collateral secur- 
ity for applicant’s proposed promissory notes for temporary loans to 
an aggregate principal amount not to exceed. $52,500,000 referred 
to in original application. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 9455, reducing inter- 
est rate (from 5 to 4 per cent) on certain first mortgage bonds of 
Delaware Railroad Company ($750,000, series A, now held by the 
Pennsylvania Railroad Company) and modifying redemption provi- 
sions; and granting authority for the Pennsylvania Railroad Com- 
pany to guarantee said bonds and sell them (at not less than 94% 
and accrued interest), approved. 

Supplemental report and order in F. D. No. 9541, reducing inter- 
est rate (from 5 to 4% per cent) on certain general and refunding 
mortgage bonds of Northern Central Railway Company ($1,200,000, 
series A, now held by the Pennsylvania Railroad Company) and 
granting authority for Pennsylvania Railroad Company to assume 
obligation and liability in respect of said bonds, and sell them (at not 
less than 100.375 and accrued interest), approved. 

Report and certificate in F. D. No. 10310, permitting the Chicago, 
Rock Island & Pacific Railway Company and its trustees to abandon 
a line of railroad in Muscatine county, Iowa, approved. 


CHANGE IN DOCKET 


Docket 26344, Mead Corp. vs. A. C. & Y. Ry. et al. (adjourned 
hearing), was set for hearing in Washington, D. C., April 6, before 
Examiner Flynn. 
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Proposed Reports in I. C. C. Cases 





SOUTHERN ILLINOIS COAL 


REALIGNMENT of rates on coal from southern Illinois to 

destinations in northeastern Iowa, southeastern Minnesota 
and southern and eastern Wisconsin, principally southern Wis- 
consin, in relation with rates from the Brazil-Clinton, Linton-Sul- 
livan, Princeton-Ayrshire and Boonville groups in Indiana to 
the same destinations so as to give southern Illinois a more 
favorable relationship in those competitive markets, has been 
proposed by Examiner R. N. Trezise in No. 25595, Illinois Coal 
Traffic Bureau vs. A. & W. et al. He said the Commission 
should find the present rates unduly preferential of Indiana ship- 
pers. He said that while the complaint alleged the rate from 
southern Illinois were unreasonable no evidence as to unrea- 
sonableness per se was introduced. He said the case was 
primarily one of alleged undue preference of Indiana mines and 
undue prejudice against the southern Illinois field. 

The examiner named a large number of interveners in the 
proceeding, but, he said, the chief opposition came from the 
Coal Trade Association of Indiana and other Indiana interests 
while the West Kentucky Coal Bureau and various coal inter- 
ests in Illinois favored it. This was the first proceeding, Trezise 
said, in which the primary issue was concerned with the rela- 
tion of the rates from southern Illinois compared with those from 
Indiana mining groups. 

Southern Illinois interests, pointing to their losses of ton- 
nage, said that while the demand for the cheaper coal from 
Indiana than from southern Illinois caused some of the losses 
in the depression years, freight rates were the largest cause. 
The difference in freight rates, the examiner said, was frequently 
the controlling factor, His proposals would improve the condi- 
tion of the southern Illinois operators from about five to about 
fifteen cents a ton in the matter of price. The findings proposed 
by Trezise follow: 


The Commission should find that the rates assailed are not un- 
reasonable but that those rates from southern Illinois rate group 
to destinations in Minnesota, Iowa and Wisconsin herein defined 
(but not reproduced in this abstract), Over routes of defendant car- 
riers that participate in the traffic from both the southern Illinois 
rate group and from one or more of the Indiana rate groups to the 
same destinations in the states named except certain rates from said 
groups in instances where defendant carriers other than the said 
participating defendants operate separate routes from particular points 
in the said origin groups to the said destinations in competition with 
the said participating defendants, are unduly prejudicial against com- 
plainant’s members operating mines in the southern Illinois rate 
group and unduly preferential of their competitors located in Indiana 
to the extent that the rates from the southern Illinois group to said 
destinations exceed the following amounts per ton of 2,000 pounds, 
— or under the contemporaneous rates from the Indiana groups, as 
ollows: 

From Indiana group—Brazil+Clinton to Minnesota, 15 cents over; 
Iowa, 15 cents over; Wisconsin, 25 cents over. 

From Indiana group—Linton-Sullivan to Minnesota, 5 cents over; 
Iowa, 5 cents over; Wisconsin, 15 cents over. 

From Indiana group—Princeton-Ayrshire to Minnesota, 5 cents 
under; Iowa, 5 cents under; Wisconsin, no differential over; Eastern 
Wisconsin, 10 cents over. 

From Indiana 
15 cents under; 
differential over. 


EX-WATER GRAIN PROPORTIONALS 


Against the objections of the Inland Waterways Corpora- 
tion, operating the governtment’s barge lines, and some shippers 
able to use the unregulated water lines, Examiner R. L. Shana- 
felt, in I. and S. No. 3928, ex-river grain from St. Louis to the 
south, has recommended that the Commission find justified the 
proposed cancellation of the application of proportional rates 
on grain and grain products, carloads, from Ohio and Mis- 
sissippi River crossings to the south, when such traffic arrives 
at those crossings by boat or barge. Shanafelt said the Com- 
mission should order the suspension to be vacated and the pro- 
ceeding discontinued. Cancellation of the proportionals would 
make applicable the local rates. Such locals from St. Louis 
Mo., and Cairo, Ill., are from 3.5 to 7.5 cents higher than the 
proportionals. 

Upon protest of the government barge lines and the Con- 
tinental Export Co., the schedules, dated to have been effective 
December 10, 1933, were suspended for seven months. The pro- 
bosed cancellation, Examiner Shanafelt said, would put all of 
the crossings upon the same basis as to inbound movements 
by water because the proportional rates from Memphis, Evans- 
ville, Louisville and Cincinnati did not apply to the traffic in 


up Boonville to Minnesota, 15 cents under; Iowa, 
isconsin, 8 cents under; Eastern Wisconsin, no 








question. It would also harmonize, he said, the situation at 
Cairo and Metropolis, Ill., to Carolina territory and of Paducah, 
Ky., to southeastern and Carolina territories with that at other 
crossings. 

The all-rail rate adjustment on grain and products from the 
territory north and west of the Ohio and Mississippi River cross- 
ings, the examiner said, was so well known that there was no 
occasion for an extensive portrayal of it in this report. He 
contended himself with saying that the combination basis ap- 
plied and that the factors were such that the through rate from 
any point of origin to a given destination was generally the same 
via all the crossings, the proportionals beyond the crossings 
being for the purpose of bringing about the equalization of the 
crossings. The adjustment, he said, had existed for many years 
and enabled most of the carriers to participate in the traffic, pre- 
served the relation between millers and markets and afforded 
producers and consumers a wide range of selection in the dis- 
tribution and purchase of grain and its products. 

Application of proportionals to grain carried by water lines 
began in 1930, when, according to the examiner, their applica- 
tion was extended to traffic arriving at St. Louis by boat or 
barge and destined to the southeastern states. 

The suspended schedules proposed the cancellation of the 
proportionals, except on traffic transported to the crossings by 
boat or barge on rates filed with the Commission. The exam- 
iner said the record contained no reference to any rates on file 
with the Commission for application on water-borne grain or 
its products to the river crossings. 

A substantial movement of grain by water from central 
llinois to Memphis recently developed and the railroads were 
asked to make the proportionals available from Memphis to the 
south. 

The question of the application of proportionals was brought 
to a head, when, after the development of the water-borne move- 
ment at Memphis, other markets asked that the proportionals, 
intended to equalize rail routes, be applied on outbound grain 
brought into them by truck, if the proportionals were to be con- 
tinued on water-borne traffic. Respondents, the examiner said, 
considered such unforeseen and unintended developments to be 
destructive of their all-rail rate structure. He said they sought 
to justify the proposed cancellation upon the ground that they 
were preserving that structure so far as they might and in the 
only way practically open to them. 

All the protestants, the examiner said, contended that the 
local rates would be unreasonably high. Examiner Shanafelt 
pointed out that in No. 25569, Alabama Grocery Co. vs. A. T. & 
S. F. (mimeographed) the local and proportional rates on grain 
and products from the river crossings were found not unrea- 
sonable. He said the government barge line contended that 
to charge ex-water shippers more than ex-rail shippers was an 
unjust discrimination but the examiner added that no shipper 
made that contention but that if it were otherwise there was no 
proof that respondents’ proposal would be unjust to it. 

He said that section 3(3) invoked by the government barge 
line was not applicable to unregulated water carriers. He said 
that all the parties to the case recognized that the situation 
resulting from the cancellation was not ideal but that the record 
did not afford a basis for suggesting a more satisfactory rela- 
tion between the all-rail and water-rail rates. The railroads, 
he said, were willing to cooperate in the establishment of a satis- 
factory adjustment. 

No violations of the interstate commerce act appearing, the 
examiner said the Commission should find that the proposed 
schedules had been justified. 


SEATRAIN CAR SERVICE 


In his proposed report in No. 25728, Hoboken Manufacturers 
Railroad Co. vs. Abilene & Southern Railway Co. et al. and No. 
25878, New Orleans & Lower Coast Railroad Co. vs. Akron, 
Canton & Youngstown et al. (see Traffic World, March 31), Ex- 
aminer Harris Fleming recommends that the Commission find 
against the complainants on the law and the facts and dismiss 
the complaints. The complaints were brought by railroads 
which cooperate with Seatrain Lines, Inc., in the service be- 
tween Hoboken, N. J., and the Louisia\a Gulf coast, via Havana, 
Cuba, which embraces the carriage of railroad cars by the Sea- 
train ships. Seatrain Lines, Inc., waw found by the Commis- 
sion to be a common carrier by water. The complaints were 
brought with a view to having the Commission eliminate car 
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service rule 4 of the American Railway Association forbidding 
the delivery of railroad cars to Seatrain ships. 

The complaint alleged that the rule forbidding delivery 
of cars, which was adopted in 1932 to prevent such delivery, 
caused violation of section 1(4) (11), section 3(3) and section 7 
of the interstate commerce act. 


The carriers filing the complaints are willing, as well as 
some others, to have their cars delivered to the Seatrain ships 
for the service described. Seatrain Lines, Inc., have an agree- 
ment with the Cuban railroads for the use of American cars 
on the island. They also have through route and joint rate 
arrangements with Seatrain ships while the objecting railroads 
have no such arrangements. The objecting lines opposed the 
grant of relief as requested on the ground that the Commission 
had no jurisdiction. 

Examiner Fleming said the Commission should find that 
under the express limitations of the interstate commerce law it 
was without jurisdiction to grant the relief asked in connection 
with traffic to and from Cuba; that the act gave the Commis- 
sion no authority to accord the relief asked in connection with 
any of the traffic under consideration (there being no traffic 
under through route and joint rate arrangements to which the 
defendants were parties) and that were this otherwise, the 
complaints were prematurely before the Commission; and that 
even if the act accorded jurisdiction of the matters in con- 
troversy, the rules, regulations and practices assailed, were 
not unreasonable, unduly prejudicial, or otherwise unlawful. 

When the hearing was begun on the complaints the defend- 
ants moved to dismiss for lack of jurisdiction. The motion was 
renewed later and, if the examiner’s recommendation is adopted, 
it will be granted, in fact, if not specifically. The defendants 
contended that the interstate commerce act gave the Commis- 
sion no authority to grant any of the relief desired, the parts 
of the act relating to the interchange of cars being restricted 
to equipment used on the rails of carriers and not as con- 
tainers as the Seatrain Lines, Inc., contemplated. The key 
to complainants’ position, Examiner Fleming said, was contained 
in their brief, as follows: , 


In other words, the duty to permit the interchange of cars is 
correlative to the duty to provide for the through transportation of 
freight. And since the act imposes as great an obligation to provide 
for the through transportation of freight by rail and water as by rail 
alone, it imposes an equal obligation to provide the facilities reason- 
ably required for the through movement of freight in both cases. 
Ordinarily, where a water carrier is concerned, this duty does not 
involve the interchange of cars because the common type of water 
earrier is not equipped to take cars. In such a case, it is the rail- 
road’s duty to provide facilities for the unloading, handling and in- 
terchange of freight appropriate to break-bulk operations. * * * But, 
if the interchange of cars is, because of the nature of the water car- 
rier, the appropriate method of accomplishing the through transporta- 
tion, it follows that the duty to permit interchange of cars to accom- 
plish such through transportation must be as great where the con- 
necting carrier is a water line as where it is a rail carrier. 


Examiner Fleming said that no cases were referred to which 
supported the complainants’ position that the Commission had 
authority to require railroads to turn over their equipment to 
independent water carriers. 

With regard to violation of the third section the examiner 
said that the only competition which complainants undertook 
to point out was in connection with Cuban business originating 
at or destined to interior or southern points in the United States, 
handled over the routes of complainants in connection with 
Seatrain, on the one hand, and, on the other hand over routes 
of some of the defendants in connection with the Florida East 
Coast Car Ferry Co. As to the Florida East Coast Line, Examiner 
Fleming pointed out that it was a car ferry company owning 
675 box and refrigerator cars. 

Complainants contended, said the examiner, that their tes- 
timony established that “Rule 4 and the defendants’ refusals” 
constituted a combination or agreement of defendants to in- 
terfere with the operation of the Seatrain route, in violation of 
section 7, which forbids combinations to interfere with the 
movement of traffic. The defendants, he added, urged that if 
any conspiracy might be said to exist, it lay in the attempt 
of complainants and Seatrain to appropriate their equipment 
without their consent and with full knowledge of their refusals. 


GREAT LAKES RATES AND ROUTES 


The complainants in No. 26143, Nicholson Universal Steam- 
ship Co. et al. vs. Pennsylvania Railroad Co. et al., in connec- 
tion with which Examiners R. G. Taylor and Leslie H. McDaniel 
made a report proposing that the railroads be required to estab- 
lish through routes and joint class and commodity rates on the 
Same basis they have with competing water lines (see Traffic 
World, March 31), specifically sought such rates between points 
in New England, trunk line and central territories on the one 
hand, and ports on Lake Erie, Lake Michigan, and Lake Superior 
served by them, on the other; and between points in New Eng- 
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land, trunk line and central territories, on the one hand, and 
interior points in Illinois, central and western trunk line terri- 
tories, on the other. The examiners said the complainants sought 
participation to the same extent and upon the same basis that 
the territories were provided for with joint rail-lake, lake-rail, 
and rail-lake-rail rates over the so-called standard lake-rail 
routes in connection with the Great Lakes Transit Corporation, 
Minnesota-Atlantic Transit Co., Cleveland & Buffalo Transit Co, 
and Detroit & Cleveland Navigation Co, lines. 

Primarily the controversy was between the Nicholson line 
and its subsidiary, the Spokane Steamship Co., and the members 
of the trunk line association. They have joint lake-rail or rail- 
lake class and commodity rates with rail carriers operating, 
west of Green Bay, Milwaukee and Duluth. Those rates, for 
example, the examiners said, applied between or from the lower 
lake ports of Buffalo, Cleveland or Detroit, on the one hand 
and points in Illinois, western trunk line, transcontinental ter- 
ritories and Washington and Oregon. 

In addition to alleging results from the refusal to join in 
such rates and routes were unreasonable, unduly prejudicial and 
unlawful practices and an undue preference for competing steam- 
ship lines on the Great Lakes, the complainants alleged dis- 
regard of the national industrial recovery act and section 500 
of the transportation act. They asserted that the refusal con- 
stituted the imposition of an unfair competitive burden; pre- 
vented the complete formation and participation of all impor- 
tant lake carriers in an association to regulate transportation 
on the Great Lakes; was prohibitive of fair competition and 
stable agreements between carriers on the Great Lakes directly 
contrary to the recovery act and was subversive of the policy 
of Congress set forth in the transportation act, 1920. Com- 
plainants did not press their allegations under the recovery act. 

The complaint was brought after unsuccessful negotiations 
with the Trunk Line Association representing eastern carriers. 
The main objections advanced by the trunk lines in this case, 
the examiners said, was that no direct request had been re- 
ceived by the association from shippers for the establishment 
of such rates as were sought, and particularly for rates on pack- 
age freight. The trunk lines asserted that if the rates sought 
were established it would mean another service on the lakes, 
tending to divert considerable traffic from the all-rail routes, 
particularly to and from central territory. The trunk lines gave 
it as their opinion that complainants, having established the 
service sought, would supplement it by the inauguration of 
truck-water-truck movements, which would further deplete the 
traffic of the rail lines, basing that assertion on what they said 
was the fact that the complainants formerly had had contractual 
arrangements with trucking companies and that it was not un- 
reasonable to assume that they might reestablish those arrange- 
ments, if granted the relief sought. The trunk lines said that 
the present arrangements and financial relations between them 
and the lake lines, other than the complainants, were satisfac- 
tory and that the entrance of the complainants into competi- 
tion with the other lake carriers might jeopardize those har- 
monious arrangements and financial relations. A trunk line 
witness said that in all the negotiations the complainants spe- 
cifically excluded automobiles, their major traffic, from the con- 
templated arrangement. Under joint rates and routes, the 
trunk lines said they would insist on rates based on the all-rail 
level, less the customary water differential, on all traffic. 


Joint rate and route arrangements between the complainants 
and western lines, the trunk lines said, were different from such 
rates that might be established in the east, on account of the 
shorter hauls beyond the lower lake ports, creating an intensity 
of truck competition not found west of Lake Michigan. 

Existing Great Lakes lines filed interventions in opposition 
to the complaint, while supporting interventions were filed by 
the city of Green Bay, Wis., the Green Bay Association of Com- 
merce and the Kraft-Phenix Cheese Corporation. The Milwau- 
kee Association of Commerce also intervened but the exam- 
iners said no testimony was given by that intervener. 


In bringing their discussion of the matter to a conclusion 
the examiners said the record was convincing that the com- 
plainants’ lines were financially responsible; that their floating 
equipment, eight vessels, was adequate; that interchange facil- 
ities at the ports were available without further outlay and 
that the establishment of the through routes and joint rates 
would be in the public interest. They said that though the inter- 
vening lake lines had also established that their service was 
adequate and satisfactory, these facts were not sufficient under 
the law to warrant defendants in preferring the older lake lines 
to the disadvantage and prejudice of the complainants, in view 
of the express language of section 3 of the interstate commerce 
act. The findings proposed by the examiners follow: 


The Commission should fimd that defendants’ participation in 
through routes and joint standard rail-lake, lake-rail, or rail-lake-rail 
class and commodity rates with the Great Lakes Transit Corporation, 
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Minnesota-Atlantic Transit Company, Cleveland & Buffalo Transit 
Company, and/or the Detroit & Cleveland Navigation Company, ap- 
plicable on traffic between (a) points in New England, trunkline and 
central territories, on the one hand, and ports on Lake Erie, Lake 
Michigan, and Lake Superior, on the other hand; and ‘between (b) 
points in New England, trunk-line and central territories, on the one 
hand, and points in central and W. T. L. territories on the other 
hand, and their refusal to establish through routes and the same 
standard joint rail-lake, lake, rail, or rail-lake-rail class and com- 
modity rates from and to the same points and via the same ports, in 
connection with complainants’ lines is unduly preferential of the lake 
lines first mentioned and unduly prejudicial to complainants, and that 
the establishment of such routes and rates in connection with com- 
plainants’ lines is desirable in the public interest. 

The Commission should further find that defendants’ refusal to 
establish and maintain through routes and joint standard rail-lake, 
and lake-rail class and commodity rates between points in New Eng- 
land, trunk-line and central territories, on the one hand, and the port 
of Green Bay, Wis., on the other hand, to the same extent and upon 
the same basis that such standard class and commodity rates are 
contemporaneously maintained, operative in connection with the Great 
Lakes Transit Corporation, to and from the port of Milwaukee, Wis., 
is unduly preferential of the Great Lakes Transit Corporation and 
unduly prejudicial to complainants, and that the establishment of 
such routes and rates in connection with complainant’s lines is de- 
sirable in the public interest. 

The Commission should further find that defendants’ refusal to 
establish and maintain through routes and joint standard rail-lake-rail 
class and commodity rates between points in New England, trunk-line 
and central territories, on the one hand, and points in W. T. L. ter- 
ritory, on the other hand, via the port of Green Bay, Wis., to the same 
extent and upon the same basis that such standard class and com- 
modity rates are contemporaneously maintained from and to the same 
points, operative in connection with the Great Lakes Transit Cor- 
poration, and/or the Minnesota-Atlantic Transit Company, via _ the 
ports of Milwaukee, Wis., and/or Duluth, Minn. (or such standard 
class and commodity rates as may be prescribed or approved by the 
Commission in I. and S. Docket No. 3662.), is unduly preferential of 
the Great Lakes Transit Corporation and the Minnesota-Atlantic 
Transit Company and unduly prejudicial to complainants, and that the 
establishment of such routes and rates in connection with complain- 
ants’ lines is desirable in the public interest. 

The Commission should enter an order requiring defendants to 
establish through routes and joint standard class and commodity raes 
with complainants’ lines to the same extent and upon the same basis 
that such standard class and commodity rates are contemporaneously 
maintained, operative in connection with the other lake lines, as 
shown in the three preceding paragraphs, and to cease and desist 
from the preference and prejudice hereinbefore found to be undue. 

In the establishment of the through routes and joint standard 
class and commodity rates hereinbefore required to be established 
by defendants, negotiations should be instituted between the parties 
looking to agreement upon equitable divisions, and if they can not be 
arrived at within a reasonable period, the matter should be again 
brought to the attention of the Commission. 

Defendants may file applications for such relief from the long- 
Se provision of the fourth section of the act as they may 
require, 

The conclusions reached herein are without prejudice to any find- 
ings which may be made upon the more extensive record in I. and S. 
Docket No. 3662. 


PROPOSED REPORTS 


Hogs 


No. 26241, Peters Packing Co. vs. B. & O. et al. By Ex- 
aminer Herbert P. Haley. Rates charged, hogs, in double deck 
cars, LaGro and Logansport, Ind., to McKeesport, Pa., inappli- 
cable. Applicable rates found to have been 43 cents from LaGro 
and 47 cents from Logansport. Applicable rates proposed to be 
found unreasonable to extent they exceed rates based on the 
scale approved in Eastern Live Stock Cases of 1926, 165 I. C. C. 
277. Reparation proposed. Shipments were made between 
January 15 and June 22, 1932. 


Trackless Trolleys 


No, 26237, Twin Coach Corporation vs. Erie et al. By Ex- 
aminer T. Leo Haden. Rates, trackless trolleys, Kent, O., to 
points in Illinois, Michigan and New York, proposed to be found 
inapplicable. Applicable rates and minimum weights on ship- 
ments in open cars, the examiner said, were those in effect on 
railway cars, set up, N. O. I. B. N., loaded: on open cars, and 
on shipments in closed cars, were those in effect on railway 
cars, set up, N. O. I. B. N., loaded in closed cars. Reparation 
proposed. 

Dynamite 


No. 26164, Illinois Powder Manufacturing Co, vs. A. & E. 
et al. By Examiner T. Naftalin. Dismissal proposed. Rates 
charged, dynamite, carloads, and on dynamite and black blast- 
ing powder, in mixed carloads, Grafton, IIl., to destinations in 
Iowa, Michigan, Missouri, Nebraska, South Dakota and Wis- 
consin between August 27 and October 30, 1930, proposed to be 
found applicable. 


Grain and Products 


No. 25897, Great West Mill & Elevator Co. vs. C. R. I. & P. 
et al. By Examiner W. A. Maidens. Dismissal proposed. Rates, 
grain and grain products, points in Texas and New Mexico, 
transited at Amarillo, Tex., or shipped direct from Amarillo to 
points in New Mexico, not unreasonable. In certain instances 
through rates were found to be in excess of the aggregate of 
intermediates but the examiner said no shipments were shown 
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to have moved on such rates. Complaint, filed March 27, 1933, 
alleged that the rates were and are unreasonable, and in viola- 


tion of the aggregate-of-intermediates of section 4. Rates for 
the future and reparation were sought. 
Butter, Eggs, Etc. 
No. 25633, Grace G. Flittie vs. B. & O. et al. By Examiner 
L. B. Dunn. Dismissal proposed. Rates, butter, eggs and 
dressed poultry, in straight or mixed carloads, Wessington 


Springs, S. D., to Philadelphia, Pa., and Boston, Mass., on ship- 
ments between February 18 and November 19, 1931, not unrea- 
sonable. 

Sewer Pipe 


No. 21377, W. S. Dickey Clay Manufacturing Co. vs. A. & R. 
et al. By Examiner C. W. Griffin. Upon further hearing, rates, 
clay or shale sewer pipe and related articles, North Birmingham, 
Ala., Chattanooga, Tenn., and Macon and Rome, Ga., to destina- 
tions in North Carolina proposed to be found unduly prejudicial 
to complainants and unduly preferential of competitors at Terra 
Cotta and Ceramic, N. C., to destinations in North Carolina to 
the extent that they are and for the future may be upon a higher 
level than that of the corresponding state rates from Terra Cotta 
and Ceramic to all destinations in North Carolina. The ex- 
aminer said that in accordance with the usual practice, no order 
on the finding of undue prejudice should be entered pending 
such action as might be taken by the North Carolina commission. 


Potatoes 


No. 24733, Board of Railroad Commissioners of the State of 
South Dakota vs. A. T. & S. F. et al. By Examiner Edgar 
Snider. Rates, potatoes, South Dakota to destinations in south- 
western, southern and official territories, the latter east of the 
Illinois-Indiana line, unreasonable and unduly prejudicial, from 
the Watertown, S. D., group to southern and official territories 
to the extent they exceed the rates from the Wadena, Minn., 
group; and to southwestern territory to the extent they exceed 
a rate 9 cents lower than the rate from the Fargo, N. D., group. 
Examiner Snider said the Commission should further find that 
the assailed rates were unreasonable and unduly prejudicial 
from the Aberdeen, S. D., group to official] and southern terri- 
tories to the extent they exceeded a rate 6 cents lower than 
the one from the Fargo group. This case was heard in con- 
nection with I. and S. No. 3659, Potato Rates in Western Trunk 
Line Territory, 195 I. C. C. 579, but part of it was reserved for 
disposition in this hearing. 


Grain and Products 


No. 26151, Harvest Queen Mill & Elevator Co. vs. A. T. & 
S. F. et al. By Examiner J. O. Cassidy. Dismissal proposed. 
Rates, grain, grain products and grain by-products, points in the 
panhandle of Texas to destinations in New Mexico not shown 
to have been or to be unreasonable. The examiner said that 
inasmuch as rates for the future from and to the points here 
considered were in issue in No. 17000, part 7, Hoch-Smith grain, 
no finding as to such rates should be made herein. 


Compo-Board 


No. 25860, Compo-Board Co. vs. Alton et al. By Examiner 
A. S. Worthington. Rates, compo-board (fiber board and wood 
combined), carloads, Minneapolis, Minn., to destinations in 
official territory not unreasonable but unduly prejudicial to the 
extent they exceeded or might exceed the rates contemporan- 
eously applicable on other wall boards. New rates and denial 
of reparation recommended, the denial being based upon a 
finding that there was no proof of damage such as was required 
to support an award of reparation under a finding of undue 
prejudice. 

Pipe and Fittings 


No. 25886, Magnolia Pipe Line Co. vs. A. T. & S. F.; a sub- 
number, Magnolia Petroleum Co. vs. Same; and No, 25772, Hous- 
ton Oil Co. of Texas vs. M. P. et al., which proceedings were 
heard on one record; also No. 25264, Albuquerque Natural Gas 
Co. et al. vs. Alton et al.; a sub-number, Same vs, Alton & 
Eastern et al.; and No. 25684, Community Natural Gas Co. vs. 
Cc. R. I. & P. et al., these proceedings being heard separately. 
By Examiner H. W. Archer. Rates, ‘wrought iron and steel 
pipe, including, in some cases, pipe fittings, between points in 
Oklahoma, Arkansas, Louisiana and Texas, covered by Nod. 25886 
and its sub-numbers, No. 25772 and No. 25684, on the authority 
of the Prairie Case, 132 I. C. C. 56, 146 I. C. C. 149 and 195 
I. C. C., 486, proposed to be found unreasonable, until rates are 
established pursuant to findings in the southwestern revision 
or in I. and S. No. 3130, to the extent they exceeded or may 
exceed 35 and 38 per cent for single and joint line hauls respec- 
tively of southwestern first class rates, minimum 36,000 pounds. 
Reparation proposed. Rates assailed in No. 25264 and its sub- 
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number, on like commodities from eastern points of origin to 
destinations in New Mexico and Oklahoma proposed to be found 
not unreasonable. Reparation was claimed in all the complaints 
on shipments moving in the statutory period, prior to the filing 
No. 25886 and its sub-number were filed, March 13, 1933; No. 
25772 on January 30, 1933; No. 25264 on May 7, 1932, and the 
sub-number thereunder on October 7,°1932. The filing date of 
pt 25684 was not given in the footnote showing other filing 
ates. 
Newsprint Paper 

No. 17633, Chamber of Commerce of El Dorado, Ark., et al. 
vs. C. R. I. & P. et al. By Examiner Leland F. James. Dis- 
missal proposed. On rehearing proposed to be found that the 
rate, newsprint paper, New Orleans, La., to El Dorado, is not 
unreasonable. In the prior report, 126 I. C. C. 443, the Com- 
mission, division 3, found it unduly prejudicial to the extent it 
exceeded by more than 7 cents the rate to Shreveport, La. Car- 
riers increased the rate to Shreveport so as to establish the 
relationship. Truck and barge competition, however, made it 
irksome to undertake to maintain the relationship. Carriers 
desired to get away from it and complainants told the Commis- 
sion they had no objection to the dismissal of the complaint, on 
a finding that a rate of 32 cents, five cents under the truck 
rate, which became effective January 1, was not unreasonable. 


Wooden Broom Splints 


No. 25586, Huntsville (Ala.) Fibre & Veneer Works vs. 
A. & R. et al. By Examiner E. L. Glenn. Carload rating in 
southern classification and carload and less than carload rat- 
ings in western classification, wooden broom splints, proposed 
to be found unreasonable to the extent that the less-than-car- 
load rating in western classification may exceed fourth class 
and the carload ratings in southern and western classifications 
to the extent they may exceed eighth class and class C, respec- 
tively, minimum 30,000 pounds, subject to Rule 34. Less than 
carload rating in southern classification proposed to be found 
not unreasonable. 

Cleaning Compound 


No. 26037, Warner Chemical Co, vs. B. & O. et al. By Ex- 
aminer Leland F. James. Dismissal proposed. Rates and rating, 
liquid dry cleaning compound, carloads, South Charleston, W. 
Va., to points in official and western territories, proposed to 
be found not unreasonable. The compound, the report said, 
was principally tetrachloride, competing with naphtha, gasoline 
and other dry cleaning compounds. The rating on it was re- 
duced on May 29, 1933, from fourth class, minimum 30,000 
pounds, to column 45 and fifth class, minimum 36,000 pounds, 
in official and southern territories, respectively. Subsequent 
reduction of a rate or rating did not in itself warrant an award 
of reparation, said the examiner in respect of a request for 
reparation. 

Fresh Peaches 


No. 26252, Dawson Produce Co. vs. A. B. & C. et al. By 
Examiner Charles A. Rice. Dismissal proposed. Rates, fresh 
peaches, carloads, Dooling and Montezuma, Ga., to Tulsa, Okla., 
not unreasonable. 


COMMISSION REPORTS 
Cellulose Film Sheets 


No. 25700, Pollock Paper & Box Co. vs. B. & O. et al. By 
division 3. Dismissed. Rail-and-water rate, cellulose film sheets, 
carloads, Fredericksburg, Va., to Dallas, Tex., charged on ship- 
ments made in April and July, 1931, applicable and not un- 
reasonable, 

Oyster Shells 


Fourth section application No. 15255, oyster shells from 
Texas. By division 2. Parties to Johanson’s I. C. C. No. 2417 
authorized, in fourth section order No. 11531, to establish and 
maintain rates, oyster shells, crushed or ground, or uncrushed 
or unground, straight or mixed carloads, minimum 50,000 pounds, 
Houston, Galveston, Texas City and Palacios, Tex., and points 
intermediate thereto, subject to Rule 27, to destinations in 
Illinois, western Indiana, southern Wisconsin and points in 
Missouri and Iowa on or adjacent to the Mississippi River, the 
same as the rates from Morgan City, Berwick and Houma, La., 
but not less than 29 cents, and to maintain higher rates at in- 
termediate points subject to the customary lowest combination 
and circuity limitations. 

Sheep 


No, 25694, Garden City Meat Co., Inc., vs. S. P. et al. By 
division 3. Rates, sheep, in double deck cars, points in Mon- 
tana, Idaho, Wyoming and Utah to San Jose, Calif., unreason- 
able to extent they exceeded rates under the scale found rea- 
‘sonable for application on sheep in double deck carloads, in 
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Arizona Packing Co. vs. A. T. & S. F., 192 I. C. C. 35, subject 
to a minimum of 23,000 pounds, applied over the shortest work- 
able routes available at the time of movement. Reparation 
awarded. 

Coal 


Fourth Section Application No. 15385, Coal from Kentucky. 
By division 2. Seaboard Air Line and others authorized in fourth 
section order No. 11535 to establish rates on coal over the 
routes of the L, & N. through Miller Yard, Va., C. C. & O,, 
Bostic, N. C., S. A. L. Ry. and S. A. L. Ry. and connecting lines 
from mines in Kentucky in the Harlan group (4) and Benham 
group (5) to points in North Carolina and South Carolina and 
the eastern portion of Georgia the same as, but not lower than, 
the present rates in effect on like traffic over the direct lines, 
constructed on the basis prescribed in Coal from L. & N. Mines 
to Southern Points, 192 I. C. C. 521, subject to the customary 
combinations and circuity limitations. 


Crude Sulphur 


Fourth Section Application No. 15340, crude sulphur to 
Erie, Pa, By division 2. Central of New Jersey and others 
authorized, in fourth section order No. 11534, to establish and 
maintain, during the season of navigation each year on the Erie 
canal, a rate of $2.75 a short ton, on crude sulphur, carloads, 
minimum 80,000 pounds, from Warners, N. J., to Erie, Pa., 
without regard to the long-and-short haul part of the fourth 
section. 

Petroleum Coke 


Fourth Section Application No. 15298, coke, from Oklahoma, 
Kansas and Missouri. By division 2. Parties to Johanson’s 
I. C. C. No. 2522, authorized in fourth section order No, 11537, to 
establish and maintain rates on petroleum coke and petroleum 
coke briquettes from producing points in Oklahoma and Kan- 
sas, also Kansas City and Sugar Creek, Mo., and Argentine, Kan., 
to points in Arkansas, Kansas, Missouri and Oklahoma the same 
as those applicable over the direct line or route without regard 
to the long-and-short haul part of the fourth section, subject to 
the customary combinations and circuity limitations. 


Stoves and Ranges 


Fourth Section Application No, 15018, stoves and ranges to 
southern border points. By division 2. Authority denied in 
fourth section order No. 11533 to carriers for which J. E. Til- 
ford is agent, other than the Tennessee Central, to establish 
and maintain rates on coal, wood and gas stoves and related 
articles from points in southern territory to points on the border 
between southern and official territory without observing the 
long-and-short haul part of section 4. Commissioner Tate wrote 
a concurrence, 


SANTA FE ABANDONMENT 

Examiner Thomas F. Sullivan, in Finance No. 10185, Atchi- 
son, Topeka & Santa Fe Railway Co. abandonment, has recom- 
mended that the applicant be permitted to abandon a branch 
line extending from Nutt to Lake Valley, N. M., a distance of 
about thirteen miles. All but 3,100 feet of the branch are 
covered by the application to abandon. The branch was built 
in 1883 to serve what was then deemed a promising mining 
section. The New Mexico commission, which heard the case 
for the federal body, recommended that the application be de- 
nied. The examiner said that in view of the poor prospects 
of tonnage the expenditure of a large sum of money for re- 
habilitation of the branch would not be warranted. 


ST. L.-S. F. ABANDONMENT 


In Finance No. 10157, St. Louis-San Francisco Railway Co. 
abandonment, Examiner Thomas F., Sullivan has recommended 
that the Commission permit the applicant and its receivers to 
abandon, on December 31, 1934, the so-called Bono branch ex- 
tending from Bono Branch Junction to Algoa, Ark., a distance 
of 35.6 miles. The branch was built in sections between 1889 
and 1907 to serve lumbering operations. The timber resources, 
the testimony was, had been largely exhausted, and the agricul- 
tural development had not and would not be sufficient to furnish 
any substantial volume of tonnage in an area served by high- 
way trucks and other railroads. Communities served by the 
branch tried to make arrangements for a continuance of serv- 
ice. Sullivan said that any certificate permitting abandonment 
should not be effective before the end of the year, continuance 
until that time being suggested so as to enable shippers to 
accumulate and ship their traffic. 


R. C. C. REPORT 


The Railroad Credit Corporation had March 31 returned 
to the railroads $8,872,192 of the emergency revenues which 
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April 7, 1934 


were turned over to it for temporary use in protecting the rail- 
road credit position. An additional repayment of approximately 
$735,000 will be made on April 30, which will bring the total 
liquidating distributions up to 13 per cent of the net contribu- 
tions. 

In a letter addressed to participating carriers and accom- 
panying the March financial statement, a copy of which was 
filed with the Commission, E. G. Buckland, president of the 
corporation, said: 


The sixth distribution, amounting to $728,633, or 1 per cent of the 
fund, was made March 31, 1934. This brings the total liquidating dis- 
tributions to $8,872,192, of which $3,652,219 has been returned in cash, 
and the remainder, or $5,219,973, credited on obligations of participat- 
ing carriers to the corporation. The seventh distribution, equivalent 
to 1 per cent of the fund, has been authorized by the board to be paid 


on April 30, 1934. 
Cash receipts during March totalled $405,477, made up of payments 


in reduction of loans, $321,048; interest on obligations, $72,827; and 
miscellaneous accounts, $11,602. 


LOANS TO RAILROADS 


Public Works Administrator Ickes has announced that he 
has signed a contract for a work-creating loan of $4,935,000 to 
the Great Northern Railway Company. The money will be spent 
this year and will enable the Great Northern to give additional 
employment to its shop and track forces for which they will 
be paid approximately $1,995,000 and to purchase new rails, 
fastenings and other materials costing $2,940,000, which will 
create additional employment in heavy industries in many local- 
ities, according to the PWA. 

Mr. Ickes has signed a contract for a loan of $1,716,000 to 
the Chicago, Milwaukee, St. Paul & Pacific Railroad Company, 
“which will create 701,000 man-hours of employment for the 
company’s shopmen at Milwaukee and in excess of that number 
of man-hours of indirect and industrial employment in many 
other localities.” The Milwaukee’s shopmen will be employed 
on the job of building 50 new passenger coaches and 25 baggage- 
express cars. The indirect employment will be created by pro- 
duction of the materials and equipment which the shopmen will 
use. Another contract, previously signed by Administrator Ickes, 
calls for a loan of $2,317,000 to the Milwaukee to be used to 
purchase 20,000 tons of rail, 25,658 tons of fastenings, and for 
installing air conditioning equipment in 22 passenger coaches 
and equipping 300 automobile cars with patented loading devices. 
The totat to be advanced to the Milwaukee under both contracts 
is $4,033,000. . 

Mr. Ickes announced April 3 that a check for $9,760,000 had 
been sent to the Pennsylvania Railroad Company to cover the 
third instalment on the $77,000,000 loan made to it by PWA for 
completing electrification of its line between Washington and 
Philadelphia and building 7,000 freight cars and 101 electric 
locomotives, and the first installment on a $3,650,000 loan for 
the purchase of 100,000 tons of new rails. Previous advances 
to the Pennsylvania totaled $7,619,000, and this check brought 
the total to $17,379,000. Another large installment probably 
will be required in about 30 days. Under the company’s present 
schedule of construction all but $5,000,000 of the entire $80,- 
650,000 loaned to it will be spent this year to aid in the national 
industrial recovery program. On March 27 the Pennsylvania 
announced that nearly 3,000 of its furloughed employes had been 
called back to work on the electrification program and that 
1,400 of its shopmen had been given regular employment in its 
shops at Altoona, Pittsburgh and Harrisburg where the freight 
cars are being built, according to the PWA. The announcement 
also stated that 1,200 more men would be recalled to work in the 
next two weeks. The peak of employment is expected to be 
— in June, with 8,000 furloughed men called back to 
work, 

Mr. Ickes also announced that he had signed a contract for 
a loan of $120,000 to the receiver of the Central of Georgia Rail- 
road Company, to be used to purchase 3,000 tons of rail and 
142 tons of fastenings. 

Mr. Ickes announced that $588,000 had been paid over to 
the Lehigh Valley Railroad Company, the second installment 
on a $2,000,000 work-creating PWA loan to enable the company 
to repair 60 locomotives and 2,000 freight cars in its shops at 
Sayre and Packerton, Pennsylvania. The first installment of 
$300,000 was advanced on February 26. 

Administrator Ickes has allotted a loan of $300,000 to the 
New Haven Railroad for the purchase of a four-car streamlined 
high-speed train for operation between Boston and Providence, 
R. I. The forty-four mile run is scheduled to be made in forty- 
four minutes with a stop at Back Bay Station in Boston. Two 
of the cars, for operation at each end of the train, will be 
equipped with Diesel-electric driving power. 

In Finance No. 9167, Chicago & North Western Railway 
Co. reconstruction loan, the Commission, by division 4,in a 
third supplemental report, has approved an extension, for one 
year, of a loan of $4,157,583 from the RFC to the C. & N. W., 
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maturing on April 13. The application was for an extension of 
three years of the installment falling due on April 13. Under 
the provisions of the RFC act the Commission has power to 
make extensions that will bring the due date of loans by it to 
a particular borrower not more than five years from original 
making of the loan. The Commission said it was of the view 
that it must be guided in making extensions by its ability to 
foresee the financial needs of the applicant. The total of ad- 
vances made to the C. & N. W. up to January 31, 1934, ac- 
cording to the report, was $34,587,633, of which $2,772,000 had 
been repaid. The company said that it would be unable to 
repay the maturities of 1934 at their several dates, either from 
earnings or the sale of securities to the public. 

The Commission, by division 4, in Finance No. 10388, Bal- 
timore & Ohio Railroad Co. public works improvement, has 
approved a maintenance and equipment program of the appli- 
cant for reconstruction, reconditioning and repair of locomo- 
tives and cars and the <onstruction of 820 50-ton steel gondola 
cars at an estimated cost of $4,279,244 to be financed to the 
extent of $4,000,000 with a loan from the PWA. 

A Great Northern Railway Co. maintenance program call- 
ing for the expenditure of $5,125,985 has been approved by the 
Commission, division 4, in Finance No. 10396, Great Northern 
Railway Co. public works improvement. It consists of the lay- 
ing of new ties, bank widening, ballasting, laying of 20,000 tons 
of new 110-pound rail, repairs to trestles, bridges, culverts and 
docks and repairs to equipment. The carrier proposes to bor- 
row $4,935,000 from the PWA by depositing with it $4,935,000 of . 
10-year secured 4 per cent serial bonds to carry out the pro- 
gram. Application for permission to issue the bonds has been 
filed with the Commission. 

The Commission, by division 4, in Finance No. 10411, Grand 
Trunk Western Railroad Co. public works improvement, has 
approved a loan of $250,000 from the PWA to finance a pro- 
gram calling for the expenditure of $277,697 for 4,250 tons of 
new 130-pound rail and accessories to be laid on its high speed 
main lines between Huron, Mich., and Chicago, IIl. 

In Finance No. 10423, the New York Central Railroad Co. 
has applied for approval of railroad maintenance and equip- 
ment as desirable for improvement of transportation facilities, 
to be financed with loan or loans aggregating $2,500,000 from 
PWA, the proceeds to be used for purchase of rail and appur- 
tenances and cost of labor in laying the rail and appurtenances. 
In Finance No. 10424, the New York Central Railroad Co. asks 
authority to issue notes and pledge bonds for the PWA loan 
of $2,500,000. 

The PWA has announced the signing of a contract with 
the New York, Ontario & Western for a loan of $235,000, the 
proceeds of which are to be used in the purchase of 4,725 tons 
of rails and accessories, the company to furnish $80,000 to carry 
out the improvement program. In connection with that an- 
nouncement the PWA.said that up to date it made contracts 
under which approximately 328,000 tons of rail and 100,000 tons 
of accessories would be manufactured. 

PWA Administrator Ickes has announced the allotment of 
$1,200,000 as a loan to the Chicago Great Western. The money 
is to be used to purchase 500 new steel box cars. 


The PWA has announced an increase in a prior allotment 
of $500,000 to the receiver of the Central of Georgia to $600,000. 
The smaller sum was granted for the purchase of 200 new 
50-ton coal cars. The increase is to enable the receiver to 
acquire that number of 70-ton cars. 


In Finance No. 10432, the Quebec Extension Railway Co. 
has applied for a loan from the R. F. C. of $3,300,000 for three 
years, to construct 90 miles of railroad from Portage to St. 
John’s River Crossings and then to Lac Frontier in Maine. 
Applicant offers as security for the loan a first lien on all its 
real property, rights, franchises, and personal property. It said 
construction of the right of way was begun prior to December 31, 
1926, in accordance with the supplemental order of the Commis- 
sion in Finance No. 4092, dated August 9, 1926. It said $150,000 
had been spent for construction and that the total cost would be 
$4,168,030, of which applicant could obtain $868,030. In October, 
1929, applicant said, it appeared the necessary financing would 
be consummated with the Guaranty Company of New York and 
the National Shawmut Company of Boston, but that owing to the 
sudden change in the financial market of that year, the negotia- 
tions could not be completed, and that since that time persistent 
efforts had been made to finance without success. ; 

In Finance No. 10429, the Chicago Great Western Railroad 
Co. has applied for authority to assume obligation and liability 
in respect of not to exceed $1,2000,000 4 per cent equipment trust 
certificates to be issued to the PWA for a loan for the purpose 
of financing the purchase or construction of 500 new steel box 
cars. 

In Finance No. 10413, Central of Georgia Railway Co. public 
works improvement, the Commission, by division 4, has approved 
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a program of maintenance at an estimated cost of $120,000 under 
which the Central of Georgia would buy and install 3,000 tons 
of new rails and accessories, the funds to be procured by the 
sale of receiver’s certificate to the PWA. 

The Commission, by division 4, in Finance No. 10412, Chi- 
cago Great Western Railroad Co. public works improvement, 
has approved a program for the acquisition of equipment to be 
financed by the sale of equipment trust certificates to the PWA. 
The equipment, 500 steel box cars, it is estimated, will cost 
$1,200,000. 

The monthly report of the Reconstruction Finance Corpora- 
tion April 5 showed that, in March, the only railroad loan au- 
thorized was for $100,000 to the Sumter Valley Railway Company. 


COMMISSION ORDERS 


Finance No. 7539, Northern Pacific et al. construction. Time 
prescribed in said supplemental certificate within which the North- 
ern Pacific and Oregon-Washington and Navigation Co. shall com- 
mence and complete the construction of the branch line of railroad 
therein authorized, is further extended to April 1, 1935, and Decem- 
ber 31, 1937, respectively. 

No. 25451, Northwest Petroleum Association et al. vs. Abilene & 
Southern et al. Motion filed on March 12, 1934, to amend the com- 
plaint granted. 

No. 26375, Topeka Chamber of Commerce vs. A. & R. 
Salina Chamber of Commerce permitted to intervene. 

No. 26365, J. H. Condra & Co. vs. A. G. S. et al. Standard Oil Co. 
of Louisiana permitted to intervene. 

No. 25363, S. Smith Coal Co. vs. Erie et al. Order entered herein 
on January 22, 1934, which was by its terms made effective on or be- 
fore May 3, 1934, is modified to become effective on May 25, 1934, 
upon not less than 15 days’ instead of 30 days’ notice. 

Finance No. 10389, & O. notes. Application dismissed upon 
applicant’s request. 

No. 26401, Huntsville-Sinclair Mining Co. et al. vs. Wabash et al. 
Illinois Coal Traffic Bureau permitted to intervene. 


et al 


PETITIONS FOR REHEARING, ETC. 


No. 15788 and Sub 1, Parkersburg Rig & Reel Co. vs. C. & N. W. 
Defendants ask for reargument and/or reconsideration of award of 
reparation in so far as the Arizona Grocery Case principle is in- 
volved, and in so far as the award of reparation is in conflict with 
that in Sinclair Wyoming Case, 140 I. C. C., 265; 172 I. C. C. 743. 

No. 25284, Wilmington Chamber of Commerce on behalf of Wil- 
mington Coal Merchants’ Bureau et al. vs. B. & O. et al. Com- 
plainant asks reconsideration and/or reargument of the findings of 
division 4 with respect to its denial of reparation. 

No. 25707, Armour Fertilizer Works vs. Pennsylvania et al. Com- 
plainant asks for reopening and for reargument and reconsideration 
by entire Commission. 

No, 23621, Sub 1, Consolidated Rendering Co. vs. Aroostook Valley 
et al. Complainant asks for reopening, reconsideration and/or rear- 
gument of decision of division 4. Commissioners Meyer, Mahaffie and 
Miller, dated January 18, 1934. 

1. & S. 3892, carload minimum weight on brick in the south. N. 
& W. asks for modification of order entered by division 3 on Janu- 
ary 6, 1934, so as to permit correction of its individual tariff on five 
days’ notice, instead of 30 days’ notice, as required by the order. 

Finance No. 9881, Missouri Pacific abandonment. Topeka Cham- 
ber of Commerce, protestant, asks for reopening, reconsideration and 
modification of the Commission’s findings herein. 

No. 25233, Montana-Dakota Power Co. vs. C. & N. W. et al. De- 
fendants ask for reconsideration and reargtiment before entire Com- 
mission upon the record as made. 

No. 25626, and Sub 1, Ashby Veneer & Lumber Co., Inc., vs. I. C. 
et al. Complainant asks reopening and rehearing. 

No. 25637, Standard Pipe Line Co. et al. vs. A. T. & S. F. et al. 
T. & P., in its own behalf and on behalf of other Texas corriers 
handling the tarffic, asks for reopening of this case for further 
consideration in so far as it appertains to shipments made from 
points in the so-called Shreveport district to points in Texas which 
moved on rates prescribed by the Commission in No. 8418, as subse- 
quently increased and decreased in 1918, 1920 and 1922, and upon 
such reconsideration the Commission withdraw and vacate its find- 
ings as to liability for reparation in its report therein of January 
19, 1934, 198 I. C. C. 522, to the extent that same relate to such 
shipments. 

No. 25826. Montana-Dakota Utilities Co. vs. G. N. et al. De- 
fendants ask for reconsideration and reargument before entire Com- 
mission upon record as made to extent that findings of division 3 
deal with reparation. 

No. 26286, Interstate Commerce Commission vs. Pennsylvania and 
Pennroad Corporation. Pennroad Corporation, one of the respondents 
—— asks that same be dismissed for misjoinder of causes of 
action. 

No. 17272, Sub, 2, Nivison-Weiskopf Co. et al. vs. B. & O. et al. 
Complainant, Standard Silicate Co., asks for further hearing solely to 
prove amount of reparation due them, under the finding and order 
of ee in this case (Industrial Sand Cases, 1930, 188 I. 
Cc. €, , 

No, 17272, Sub, 1, The Philip Carey Manufacturing Co. et al. vs. 
B. & O. et al. Complainant, the Philip Carey Manufacturing Co., asks 
for further hearing solely to prove amount of reparation due it, under 
the findings and order of the Commission in this case (Industrial 
Sand Cases, 1930, 188 I. C. C. 99). 


SUSPENDED TARIFFS 


In I. and S, No. 3969, the Commission has suspended from 
March 31 until October 31 schedules in supplement No. 10 to 
Louisville & Nashville I. C. C. No. A-16155. The suspended 


schedules propose to reduce the rates on bituminous coal, in 
carloads, from mines in western Kentucky, on the Louisville 
and Nashville Railroad, to destinations in eastern Arkansas, on 
the St. Louis-San Francisco Railway. The following is illus- 
trative, rates being in cents a ton of 2,000 pounds: 


From L. & N. mines in western Kentucky to Leachville, Ark., 
present rate 295, proposed rate 265; from L. & N, mines in western 
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Kentucky to Jonesboro, Ark., present rate 290, proposed rate 265; 
from L. & N. mines in western Kentucky to Truman, Ark., present 
rate 280, proposed rate 265. 

In I. and S. No. 3970, the Commission has suspended from 
March 31 until October 31 schedules in supplements Nos. 68 and 
70 to Jones’ I. C. C. No. 2417, supplements Nos. 96, 97 and 98 
to Pennsylvania I. C. C. No. 918, and in numerous other tariffs 
of Agent Jones’ and individual lines’ issues. The suspended 
schedules propose to cancel the commodity rates and apply in 
lieu thereof higher class rates or exceptions to class rates on 
scrap or waste paper, in carloads, from, to and between points 
in Indiana. 

In I. and S. No. 3971, the Commission has suspended from 
April 1 until November 1 schedules in supplement No. 17 to 
Boyd’s I. C. C. No, A-2378, supplement No. 2 to Denver & Rio 
Grande Western I. C. C. No. 491, and supplement No. 92 to Union 
Pacific I. C. C. No. 3790. The suspended schedules propose to 
restrict shipments of strained honey, in mixed carloads with 
canned goods, so that the entire shipment shall not contain 
honey in excess of 33 1-3 per cent, on traffic moving from Rocky 
Mountain states to various western trunk line points, which 
would result in increases. 

In I. and S. No. 3973, the Commission has suspended from 
April 5 until November 5 schedules in sixth revised page 32 
to Southern Pacific I. C. C. No. 4521. The suspended schedules 
propose to revise the rates on cement, in carloads, from El 
Paso, Texas, to points in New Mexico on the Southern Pacific, 
Newman to Corona, N. M., inclusive, resulting in both increases 
and reductions, The following is illustrative, rates being in 
cents a 100 pounds: 

From El Paso, Texas, to Newman, N. Mex., present rate 8.8, pro- 
posed rate 8.5; from El Paso, Texas, to Alamogordo, N. Mex., present 


rate 8.8, proposed rate 14; from El Paso, Texas, to Tecolete, N. Mex., 
present rate 24.5, proposed rate 20. 


IRON AND STEEL TRANSIT 


Adoption of a resolution by the American Iron and Steel 
{Institute intended to prevent diversion or reconsignment in tran- 
sit of carload shipments of iron and steel by consignees is protested 
by the Independent Steel Fabricators’ Traffic Association, in a 
letter addressed to D. T. Lawrence, chairman of the Traffic Exec- 
utives’ Association, Eastern Territory; Eugene Morris, chair- 
man of the Central Freight Association, and W. R. Askew, Trunk 
Line Association. The Steel Institute resolution is said to 
have been adopted in order to make possible compliance with 
the steel code, approved under NRA, and would require all 
code members specifically to state on bills of ladings covering 
carload shipments that the code member was owner of the 
shipment and that it should not be diverted or reconsigned by 
the railroads without permission first being obtained from 
such code member. In its letter to the railroad officials, the 
fabricators’ association so states it as its opinion that bills 
of lading so stamped should not be accepted by the carriers, 
asserting that to do so would be in violation of the interstate 
commerce act and would be otherwise prejudicial of the in- 
terests of both the railroads and the consignees. In the event 
any member of the fabricators’ association were damaged as a 
result of carrier conformity to the resolution adopted by the 
Steel Institute, the railroad or railroads responsible for that 
would be held liable for damages, it is asserted. 

The resolution referred to is American Iron and Steel 
Institute commercial resolution No. 49, effective March 22. It 
calls attention to a provision in the steel code which requires 
members of the code to quote and bill delivered prices on ship- 
ments, and points out that reconsignment or diversion of ship- 
ments en route by the purchaser of the shipment may result in 
“conditions of unfair competition among members of the indus- 
try and among purchasers of such products,” and that the code 
member would be guilty of violating the code if diversion or re- 
corsignment were permitted under stated conditions. 

The Independent Steel Fabricators’ Association asserts that 
acceptance of bills of lading bearing the prohibition proposed by 
the resolution would be in violation of section 15 of the inter- 
state commerce act, which prohibits a carrier, under certain 
conditions, from disclosing information concerning a shipment, 
including information as to the destination of the shipment, with- 
out the consent of the shipper or consignee, and that it would 
also be in violation of the Commission’s conference ruling No. 
356, in which it is held that “it is unlawful for a carrier to dis- 
close to a shipper the name of the ultimate consignee of a ship- 
ment reconsigned in transit by the original consignee.” 

Moreover, says the letter, such acceptance would obligate 
common carriers to police private commercial transactions be- 
tween buyer and seller in which the railroads have no proper 
legal part, and additional service on the part of the carrier 
would be necessitated, if the carrier attempted to comply with 
the bill of lading stipulation, without proper compensation there- 
for. Numerous other reasons for refusal to abide by the pro- 
visions of the resolution were set forth. The letter is signed by 
E. H. Wasmuth, secretary of the fabricators’ association. 
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common and contract motor carriers to furnish liability and 
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bond (Laws 1933, c. 164). (Rosedal vs. Harding, 252 N. W. Rep. 
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T- Moccasioned by peril of sea (Suits in Admiralty Act (46 USCA, 
In Msecs. 741-752); Harter Act (46 USCA, secs. 190-195) ).—Ibid. 
it, Evidence in suit for damage to flour by sea water held to 
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(Suits in Admiralty Act (46 USCA, secs. 741-752); Harter Act 
(46 USCA, secs. 190-195) ).—Ibid. 
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the Public Service Commission of the Commonwealth of Penn- 
sylvania et al., appellants, vs. State of Ohio, Public Utilities Com- . 
mission of Ohio, the Wheeling & Lake Erie et al., both being 
appeals from the federal court for the southern district of 
Ohio. 

In that way the controversy about coal rates from western 
Pennsylvania and from Ohio mines to northeastern Ohio gets 
into the court of last resort. The appeal in No. 868 is from 
the refusal of the lower court to enjoin the order of the Com- 
mission bringing the Ohio rates up to the interstate level, as 
prayed for by Ohio and the railroads that joined with it in 
support of the lower level. The lower court dismissed their 
bill, but stayed the effective date of the Commission’s order, 
dated May 2, 1933, for sixty days from January 19, 1934, for 
the purpose of perfecting an appeal to the Supreme Court. 

Attack upon the stay is made in No. 886, by the United 
States, the Commission and the Pennsylvania commission. 
It is only upon that stay that appeal is made by the appellants ~ 
in No. 886. They were satisfied with the conclusion of the 
lower court that the bill for an order enjoining the enforcement 
of the Commission’s order should be dismissed, but objected 
to the stay for sixty days. 


CLAIM AGAINST MISSOURI PACIFIC 


The Supreme Court of the United States, April 2, dismissed 
for want of jurisdiction No. 824, State of Missouri, appellant, 
vs. Missouri Pacific Railway Co. et al., on direct appeal from 
the district court of the United States for the eastern division 
of Missouri. The lower court, in receivership proceedings, al- 
lowed a claim of the state of Missouri for $7,000 as an unse- 
cured obligation, while the preference sought by the state was 
denied. The claim was based on alleged overcharges for pas- 
senger fares exacted of the state between 1907 and 1913, 
inclusive. 


WESTERN PACIFIC CONSTRUCTION 


The Supreme Court of the United States will review No. 
867, Indian Valley Railroad Co., appellant, vs. United States of 
America et al., involving an order of the Commission authoriz- 
ing the Western Pacific Railroad Co. to construct a line of 
railroad from Keddie to Lookout, Calif. The Indian Valley con- 
tested the order in the district court of the United States for 
the northern district of California, which dismissed the bill. 


ST. LOUIS SOUTHWESTERN TAX CASE 


A petition for a writ of certiorari to the United States 
Circuit Court of Appeals for the eighth circuit has been denied 
by the Supreme Court of the United States in No. 853, Guy T. 
Helvering, commissioner of internal revenue, petitioner, vs. 
St. Louis Southwestern Railway Co., involving income tax ques- 
tions. 


FLORIDA SAW LOG CASE 


In affirming the district court for the northern district of 
Georgia in No. 342, State of Florida et al., appellants, vs. United 
States of America, Interstate Commerce Commission et al., thus 
upholding the Commission’s order on Florida saw log rates, 
the Supreme Court of the United States, April 2, in an opinion 
by Chief Justice Hughes, held that the Commission’s power 
to deal with intrastate rates under section 13 (4) of the inter- 
state commerce act had not been impaired by the revision of 
section 15a of the interstate commerce act effected in the emer- 
gency railroad transportation act of 1933. 

Chief Justice Hughes said the appeal presented the question 
of the validity of an order of the Commission made July 5, 1932, 
requiring the Atlantic Coast Line Railroad Company to desist 
from an unjust discrimination found to exist in the relation of 
intrastate and interstate rates and to maintain certain rates 
for the intrastate transportation of logs, as described, within 
and throughout the state of Florida for distances of 170 miles 
or less. 186 I. C. C. 157; 190 I. C. C. 588. The order was sus- 
tained by the district court. 

After reviewing previous litigation involving the Florida 
log rates (Florida vs. U. S., 282 U. S. 194) Chief Justice Hughes 
said the order of the Commission in this proceeding was at- 
tacked upon the grounds that under the emergency railroad 
transportation act, 1933, the Commission was without power to 
make the order; that the findings of the Commission were in- 
adequate to sustain the order and that if the findings could be 
deemed to have been adequate, they were not supported by the 
evidence. 

Chief Justice Hughes discussed decisions of the court up- 
holding the power of the Commission to deal with intrastate 
rates under sections 13 (4) of the interstate commerce act, and 
remarked that the court had held that the words in that sec- 
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tion had the necessary effect of conferring authority on the 
Commission to raise intrastate rates so that the intrastate 
traffic might produce its fair share of the earnings required to 
meet maintenance and operating costs and to yield a fair return 
on the value of property devoted to the transportation service, 
both interstate and intrastate. 

“Appellants insist that this result was reached because of 
what was described as the ‘dovetail relation’ between section 
13 (4) and section 15a, and that the amendment of the latter 
section by emergency railroad transportation act, 1933, has 
effected a radical change,” said Chief Justice Hughes. “They 
contend that the Commission no longer has authority to remove 
an unjust discrimination against interstate commerce caused 
by a disparity of intrastate rates viewed from a revenue stand- 
point. We are unable to accept that view. Section 13 (4) was 
not amended by emergency railroad transportation act, 1933. 
The authority conferred by section 13 (4) to prescribe intra- 
state rates for the purpose of removing an unjust discrimina- 
tion against interstate commerce was not withdrawn. The 
Congress had knowledge of the construction given to section 
13 (4) by this court and of the important effect of that construc- 
tion in relation to intrastate rates found to be inadequate. The 
conclusion is not lightly to be reached that the Congress would 
have undertaken to change a policy of such great importance 
without explicit language indicating that purpose. 

“The purpose of the changes in section 15a is not left in 
doubt. They were made with the manifest object of eliminat- 
ing the provisions for the recapture of excess income of carriers 
and of revising the rule as to rate making. The requirement 
imposed by transportation act, 1920, for the adjustment of rates 
according to rate groups was abolished and in substitution 
the Commission was directed to give due consideration to the 
factors which are specified in the section as amended. Thus 
the Commission is to consider, among other factors, the effect 
of rates on the movement of traffic; ‘the need, in the public 
interest, of adequate and efficient railway transportation serv: 
ice at the lowest cost consistent with the furnishing of such 
service;’ and ‘the need of revenues sufficient to enable the car- 
riers, under honest, economical, and efficient management, to 
provide such service.’ 

“Neither the elimination of the group method of rate mak- 
ing, nor the substituted rule, suggests an intention to impair 
the Commission’s authority over intrastate rates for the ap- 
propriate protection of interstate commerce. On the contrary, 
the substituted rule of rate making by its express terms em- 
phasized the carriers’ need of adequate revenues. The Con- 
gress had provided authority to meet that need where inad- 
equate intrastate rates caused unjust discrimination against 
interstate commerce. The Commission had exercised that au- 
thority. The Commission had not proposed the diminution of 
that authority. The new act discloses no intention to weaken 
national control for essential national purposes over the railway 
system of the country. It was rather designed to aid that con- 
trol in the light of the depressed economic condition of the 
railways. We conclude that the new rule of rate making left 
the power of the Commission under section 13 (4) intact.” 

The court said it perceived no ground for the contention 
that the Commission had failed to make the basic findings nec- 
essary to support its ultimate conclusion, and further, that there 
was no lack of substantial evidence to support the Commis- 
sion’s findings. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first two 
months of 1934 had a net railway operating income of $60,209,882, 
which was at the annual rate of return of 1.99 per cent on their 
property investment, according to reports filed by the carriers 
with the Bureau of Railway Economics. In the first two months 
of 1933 their net railway operating income was $23,718,787, or 
0.78 per cent on their property investment, according to the 
bureau which added: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals, but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first two months of 1934 
is based on reports from 148 Class I railroads representing a total of 
329,490 miles. 

Gross operating revenues for the first two months of 1934 totaled 
$506,441,698, compared with $438,709,151 for the same period in 1933, or 
an increase of 15.4 per cent. Operating expenses for the first two 
months of 1934 amounted to $384,440,777, compared with $353,013,827 
for the same period in 1933, or an increase of 8.9 per cent. 

Class I railroads in the first two months of 1934 paid $41,341,885 
in taxes compared with $43,175,528 for the same period in 1933, or a 
reduction of 4.2 per cent. For the month of February alone, the tax 
bill of the Class I railroads amounted to $20,571,842, a reduction of 
$863,486 under February, 1933. 

Forty-one Class I railroads failed to earn expenses and taxes in 
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the first two months of 1934, of which 12 were in the eastern, 6 iy 
the southern and 23 in the western district. 

Class I railroads for the month of February alone had a net rail. 
way operating income of $29,281,008 which, for that month, was at the 
annual rate of return of 1.84 per cent on their property investment. 
In February, 1933, their net railway operating income was $10,133,777, 
or 0.63 per cent. 

Gross operating revenues for the month of February amounted to 
$248,439,255, compared with $212,154,011 in February, 1933, an in- 
crease of 17.1 per cent. Operating expenses in February totaled $188, 
591,223, compared with $171,334,070 in the same month in 1933, or an 
increase of 10.1 per cent. 















Eastern District 


Class I railroads in the Eastern District for the first two months 
in 1934 had a net railway operating income of $40,310,335 which was 
at the annual rate of return of 2.85 per cent on their property invest- 
ment. For the same period in 1933, their net railway operating income 
was $26,610,404, or 1.87 per cent on their property investment. Gross 
operating revenues of the Class I railroads in the Eastern District 
for the first two months of 1934 totaled $266,983,218, an increase of 
15.5 per cent above the corresponding period in 1933, while operating 
expenses totaled $196,340,985, an increase of 12.3 per cent above the 
same period in 1933. 

Class I railroads in the Eastern District for the month of February 
had a net railway operating income of $19,172,118 compared with 
$12,862,119 in February, 1933. 


Southern District 


Class I railroads in the Southern District for the first two months 
of 1934 had a net railway operating income of $11,567,778 which was 
at the annual rate of return of 2.20 per cent on their property invest- 
ment. For the same period in 1933, their net railway operating income 
amounted to $6,060,046, which was at the annual rate of return of 1.1} 
per cent on their property investment. Gross operating revenues of 
the Class I railroads in the Southern District for the first two months 
in 1934 amounted to $69,423,126, an increase of 14.5 per cent above the 
same period in 1933, while operating expenses totaled $50,673,685, an 
increase of .6.9 per cent. 

Class I railroads in the Southern District for the month of Feb- 
ruary had a net railway operating income of $6,295,413 compared with 
$2,943,494 in February, 1933. 


Western District 


Class I railroads in the Western District for the first two months 
in 1934 had a net railway operating income of $8,331,769, which was at 
the annual rate of return of 0.77 per cent on their property investment, 
For the same two months in 1933, the railroads in that District had a 
net railway operating deficit of $8,951,663. Gross operating revenues 
of the Class I railroads in the Western District for the first two 
months’ period in 1934 amounted to $170,035,354, an increase of 15.7 
per cent above the same period in 1933, while operating expenses to- 
taled $137,426,107, an increase of five per cent compared with the 
same period in 1933. 

For the month of February alone, the Class I railroads in the 
Western District reported a net railway operating income of $3,813,477 
compared with a net raifway operating deficit of $5,671,836 for the 
Same roads in February, 1933. 


CLASS I RAILROADS—UNITED STATES 


























Month of February 
Per cent 
1934 1933 increase 
Total operating revenues ..... $248,439, 255 $212,154,011 3.1 
Total operating expenses ...... 188,591,223 171,334,070 10.1 
I, igre siscio ssn eareman shies 20,571,842 21,435,328 4.0* 
Net railway operating income.. 29,281,008 10,133,777 188.9 
Operating ratio—per cent 75.91 80.76 oe 
Rate of return on property in- 
investment—per cent 1.84 0.63 —-- 
Two months ended February 28 
Per cent 
1934 1933 increase 
Total operating revenues ...... $506,441,698 $438,709,151 15.4 
Total operating expenses ..... 384,440,777 353,013,827 8.9 
< _ _ ERDERS ORI S c aee ee 41,341,885 43,175,528 4.2% 
Net railway operating income.. 60,209,882 23,718,787 153.8 
Operating ratio—per cent .... 73.91 80.47 —- 
Rate of return on property in- 
vestment—per cent ....... 1.99 0.78 _- 


*Decrease 


MINNESOTA FIRE CLAIMS 


The House of Representatives, April 5, refused to suspend 
the rules to consider H. R. 4774, a bill for the relief of claimants 
who suffered loss by fire in Minnesota in 1918 alleged to have 
been started by fire from a locomotive operated in the period 
of federal control of railroads. The Railroad Administration, 
which contended the government was not responsible for the 
losses resulting from the fire, after litigation that went to the 
Supreme Court of the United States, settled claims at a total 
cost of approximately $13,000,000. The bill pending in the House 
would permit a settlement of the claims on a i100 per cent basis, 
the settlements made by the Railroad Administration having 
been made for less than that. It was stated the passage of the 
bill would mean an additional expenditure of at least $10,000,000. 
The action of the House was the equivalent of defeating the 
bill but the measure remains on the House calendar. 


OPPOSES FOURTH SECTION REPEAL 


In session March 29th, the New Jersey Industrial Traffic 
League adopted a resolution in opposition to the repeal of the 
fourth section of the interstate commerce act. Arthur N. Gran- 
zen, president, presided. 
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April 7, 1934 


DEMURRAGE AND STORAGE 


The Trafic World Washington Bureau 


Coordinator Eastman has referred to the regional commit- 
tee’s recommendations made by Director Bartel, of the Com- 
mission’s Bureau of Service, for the strengthening and supple- 
menting of the demurrage bureaus of the carriers, for study and 
action. The idea is to obtain better supervision of the applica- 
tion of demurrage and storage rules throughout the country. 
The belief is that this strengthening will result in a substantial 
net saving to the carriers over the added cost of the strengened 
bureaus. 

Director Hardie, of the Commission’s Bureau of Traffic, and 
Director Bonneville, of its Bureau of Inquiry, concur in the 
recommendations. So do Mr. Eastman’s regional traffic assist- 
ants, W. H. Chandler, C. E. Hochstedler and M. M. Caskie. 

Mr. Bartel recommends more inspectors for the detail-type 
bureaus serving Pacific, Intermountain and Southeastern terri- 
tories; adequate authority to handle and adjust disputes, 
with exclusive authority over refunds and cancelations for the 
inspection and adjustment type bureaus in New England, Trunk 
Line, Central Freight and Western territories, with additional 
inspectors and office force for them; and the establishment of 
an additional inspection and adjustment type bureau and re- 
distribution of Western territory. 


INTERLINE ACCOUNTS RE-AUDITS 


Appointment of a central committee of the carriers to study 
re-audits of interline accounts of railroads, aggressively and 
thoroughly, with a view to early and definite correction, has 
been suggested by Coordinator Eastman in a letter to the three 
regional coordinating committees of the railroads. The letter 
follows: 


I have had considerable correspondence with a special committee 
appointed by the Railway Accounting Officers’ Association to cooper- 
ate with me, relative to re-audits of interline accounts of the rail- 
roads. It appears that certain railroads have employed an independ- 
ent, outside accounting agency to re-audit such accounts, this exami- 
nation being conducted “after the records have been checked, audited, 
and re-audited both by the carrier client and its connections.’’ The 
agency’s review is said to be “in reality a seventh examination.” 
Nevertheless, in most instances this ‘“‘seventh examination’’ developed 
substantial errors amounting in the aggregate to a large amount of 
money. So far as the necessity and propriety of employing an inde- 
pendent, outside agency for this purpose are concerned, I am pur- 
suing the matter with the Railway Accounting Officers’ Association 
and find no present occasion for referring the subject to the Regional 
Coordinating Committees. However, it develops that the most im- 
portant reason for the situation which has been disclosed by these 
re-audits is the excessive complexity and even uncertainty of the ar- 
rangements between the carriers for the division of joint rates. This 
is a subject to which I believe that the Regional Coordinating Com- 
mittees may well give attention, for it appears to be a matter where 
the accounting officers have only a limited responsibility and where 
the major responsibility lies with the traffic officers. 

That the subject is not a new one is indicated by the attached 
copy of a paper entitled ‘“‘The Necessity for Simplified Division Bases 
in Connection with Interline Waybilling’’ which was read by C. E 
Hildum, then Auditor of Freight Accounts of the Erie Railroad, before 
the Rules and Regulations Committees, Central Freight Association, 
at Chicago on January 9, 1917. Practices have somewhat changed 
since that paper was read, but it is still suggestive of practical cor- 
rective measures. I believe the matter to be one of great importance 
to the railroads, from the standpoint of economy and efficiency, and 
that it should be handled by a central committee of the carriers which 
can study it thoroughly and act aggressively with a view to early 
and definite correction. Will you not see that it receives such treat- 
ment? 


In his address Mr. Hildum pointed out “the necessity for 
simplified division bases in connection with interline way billing” 
on through rates as the proper approach to a cutting down of 
the vast amount of auditing checking and re-auditing. He pro- 
ceeded on the assumption that the desirability of through rates 
instead of combinations of locals was fully recognized by all. 
He said that hand in hand with the introduction of through rates, 
however, should march the development of the simplest possible 
method of dividing the product of such rates among the inter- 
ested carriers. Absolute waste for nine eastern roads in connec- 
tion with the settlement of transcontinental accounts alone was 
estimated at $20,000 a year, including the rechecking by initial 
and intermediate lines. He estimated that the nine roads men- 
tioned by him wasted $3,000 a year in making settlements with 
the Pittsburgh & Lake Erie alone. His conclusion was that 
the complicated division bases were a most expensive luxury. 


COORDINATOR CATECHISM 


In response to many general inquiries as to the functions 
and organization of the federal coordinator of transpuortation, 
Says a statement by Coordinator Eastman, an outline has been 
prepared intended to furnish the desired information. It is in 
the form of questions and answers. 

“Who is the federal coordinator of transportation” is the 
first question. The answer is “Joseph B. Eastman, a member 
of the Interstate Commerce Commission.” 
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A general statement preceding the first question sets forth 
the facts that the office of coordinator was created by Title I 
of “an act to relieve the existing national emergency in relation 
to interstate railroad transportation, and for other purposes,” 
approved June 16, 1933, that the title creating the office is to 
cease at the end of one year unless extended by proclamation 
of the President for one year of any part thereof, and that the 
coordinator functions through a principal office at Washington 
and regional offices at New York, Chicago and Atlanta. The 
catechism is a document of 26 typewritten pages. 





COORDINATOR CHANGES 


“Mr. H. J. German, eastern regional director of the co- 
ordinator, has resigned effective April 1 to resume his former 
duties as president of the Montour Railroad with headquarters 
at Pittsburgh, Pa.,” says a statement issued by Coordinator 
Eastman. “The resignation was made necessary, to the regret 
of the coordinator, by matters which have arisen in connection 
with that company. The coordinator takes occasion to express 
his appreciation of the services which Mr. German has rendered 
and which have been most satisfactory. For the time being 
his assistant, Mr. H. H. Temple, will serve as acting director. 

“Effective April 1, also, the San Francisco office of the co- 
ordinator will be closed, since it has been found that the co- 
ordination survey in the Pacific coast district can be super- 
vised as well from the Chicago office. Mr. J. E. Hutchison, who 
has been in charge:of the San Francisco office, leaves the em- 
ploy of the coordinator with mutual regret. His services have 
been entirely satisfactory.” 


CLEARING HOUSE FOR RAILROADS 


The Trafic World Washington Bureau 


Declaring that the evidence seemed to him to indicate 
definitely that there were very large possibilities of economy 
and efficiency in the adaptation of the bank clearing house plan to 
the railroads, Coordinator Eastman has requested the three 
regional coordinating committees to provide at once for a thor- 
ough study of the subject by an appropriate committee of finance 
and accounting officers of the railroads. The evidence to which 
he referred was that gathered, at his request, by N. B. Haley of 
the Commission’s Bureau of Finance, and embodied in a memo- 
randum by him, dealing with the subject of a clearing house for 
the settlement of inter-road accounts of the railways of the 
United States. 

After bringing out the fact that the bank clearing house was © 
the outcome of the informal meetings of bank runners in Lon- 
don, England, as far back as 1773, at which they exchanged 
checks, the fact that the bank clearing idea did not come into 
use in this country until 1853, that English railways have had 
clearing house operations since the early 1840’s, that American 
railways had a car clearing house, operative among a relatively 
small number of railroads between 1907 and 1911, and that a 
number of systems had clearing houses of their own, Mr. Haley 
submitted thirty-four questions for study by the railroad com- 
mittees. Mr. Eastman said the points suggested in Mr. Haley’s 
questions were not intended to limit any inquiry to the points 
raised by Mr. Haley. 

Commenting on the Haley memorandum, O. C. Castle, direc- 
tor of the coordinator’s section of car pooling, said that if a 
freight car pool was organized the car hire settlement among 
pool members would automatically come under a clearing ar- 
rangement. If the pool was only partial, he said, some other 
plan would be necessary covering car hire accounts not covered 
by the pool. If the clearing was extended to include repairs, 
traffic balances, etc., Mr. Castle said, the work would go consid- 
erably beyond the pool organization. In view of that, Mr. Castle 
said, he could see no reason for delaying consideration of the 
clearing house plan pending the development of the coordina- 
tor’s car pool plan. That was something which, in any event, 
he added, should be worked out by accounting and financial 
officers and that anything they developed could easily be co- 
ordinated with the settlement of the proposed car pool. 

The clearing house in operation .in 1907 to 1911 was organ- 
ized under the auspices of the American Railway Association 
and its abandonment was authorized by that association in 
1912. At the time it authorized abandonment it said that “any 
organization for clearing railway accounts should originate with 
and be conducted by financial officers.” In view of the expres- 
sion of that opinion by the A. R, A. the first question of the 
thirty-four asked by Mr. Haley was “should the primary con- 
sideration of a proposal to review under present-day conditions 
the possibilities of a central railway clearing system be under- 
taken by the financial officers or the accounting officers of the 
railways?” 

Among the data in Mr. Haley’s memorandum is a quotation 
from what he calls a “contemporary English writer.” The un- 
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named writer marveled that the vast business of the American 
railway system was conducted without the aid of a clearing 
house more extensive and far-reaching than that which existed 
in England. He said that many of the notorious abuses known 
to exist on American railways would be checked or rendered 
impossible under such a system as prevailed in England. 

“It is, indeed, not impossible that the real objections enter- 
tained in the states,” says the part quoted by Haley, “are based 
in some quarters upon the belief that it would render frauds 
more difficult and detection more easy than under the present 
disjointed and irresponsible form of railway management.” 

Coordinator Eastman has sent a questionnaire to all steam 
railroads, including switching and terminal companies, asking 
for information with respect to audit office accounts rendered 
by each company to or against all other companies as audited 
in each of the months of March, June, September, and December, 
1930. The data are desired for use in the study respecting the 
establishment of a clearing house for railroads. 


RAILROAD WAGE DISPUTE 


The Trafic World Washington Bureau 


Settlement of the railroad wage controversy, in the opin- 
ion of Coordinator Eastman, probably will have to await the 
return of President Roosevelt from his ocean vacation, the 
coordinator, as mediator, having been unable to bring the man- 
agements and the employes together. 

In a statement reviewing the situation, Mr. Eastman out- 
lined the principal features of the controversy which involve 
the 10 per cent pay deduction arrangement which has been in 
effect since January, 1932; the proposal of the carriers to make 
effective a 15 per cent cut in basic rates July 1 when the 10 
per cent agreement expires, and the refusal of the railroad em- 
ployes to agree to a continuation of the deduction arrangement 
for at least six months as urged by the President, and their 
announcement they would seek a 10 per cent increase in basic 
rates effective July 1. 

Coordinator Eastman said he had tried to bring about a 
temporary settlement along the general lines indicated in the 
President’s letters—that is, continuation of the present arrange- 
ment for at least six months and consideration of lower paid 
railroad employes’ wages with a view to increasing them. Con- 
tinuing, he said: 


In this endeavor I have submitted various proposals which seemed 
to me to be consistent with the President’s wishes, but none of these 
proposals has been acceptable to both sides. The labor representa- 
tives appear unwilling to entertain any proposal which would continue 
the 10 per cent deduction until the end of the year. On the other 
hand, the railroad representatives appear unwilling to entertain any 
proposal which would not so continue it, unless earnings and traffic 
reach a condition which in their —— would justify restoration. 

The arguments in support of the railroad position may be briefly 
summarized as follows: The conditions which led to the 10 per cent 
deduction still exist, for traffic is still considerably below the 1931 
basis, which was itself subnormal and led to the proposal for a de- 
duction. While traffic is improving, a large amount of deferred main- 
tenance has accumulated, and the railroads face serious dangers 
ahead in the competition from other forms of traffic. It is essential to 
the welfare of the industry, including the welfare of its employes, 
that it should have a breathing space, as business revives, in which 
the properties can be restored to good condition and, if possible, 
some improvement in net earnings be shown. Increased maintenance 
expenditures will add to employment, and diversion of revenue to in- 
creased wages will greatly limit what can be done in this direction. 
The burden thus imposed upon the industry at this time will also 
make it harder to adjust the industry to the new competitive condi- 
tions. From both of these consequences, the employes will suffer along 
with the industry. 

It is also pointed out that the President’s letters make it clear 
that the country is entering the critical period of its struggle toward 
recovery. If ground is lost in this period, all will suffer, and serious 
labor controversies will have a most disturbing influence. Such a 
period, the President’s letters further suggest, would be an unfavorable 
time to try out the merits of wage rates, from the point of view of 
labor itself. It will be a more propitious time when the country is 
nearer recovery. 

The arguments in support of labor’s position may be briefly sum- 
marized as follows: The employes have suffered much more than the 
10 per cent deduction, owing to demotions, part time and furloughs. 
There has been little increase in employment as traffic has revived, 
and the managements are constantly seeking new ways of saving 
labor, although railroad employment has been cut in half since 1920. 
The tendency of the times is toward higher prices and higher wages. 
The latter are necessary to increase the consumptive power of the 
population. This has been emphasized by the President in the NRA 
program. Traffic is improving, business is recovering, and other in- 
dustries all over the country are increasing their wages. The Federal 
government is restoring the wages of its employes in large part. The 
railroad employes are in a state of serious unrest, and can no longer 
endure to be left out of this program. They must be given at least 
some share in the benefits of revival. The improvement in morale 
which would result would be of great advantage to the railroads 
themselves. 

The labor representatives further suggest that the financial struc- 
tures of the railroads are unsound, because of the disproportionate 
burden of fixed charges. If, therefore, an increase in wages should 
precipitate conditions which would compel the readjustment of these 
financial structures, such a result would conduce to sounder economic 
conditions in the industry and would help it to meet the new com- 
petitive conditions. In the meantime, the employes would be as well 
off under receivers or trustees as under present conditions, if not in 
a better situation, as they have learned from experience. They have 
also learned from experience not to rely upon assurances that in- 
crased earnings will be used to add to employment. 
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The above summaries are intended to indicate only in a very 
general way the position of the two sides, 

While I would not say that the present differences of opinion are 
irreconcilable, it is clear to me that I cannot compose them as long 
as there is possibility of appeal to higher authority. While I shall 
not abandon the role of mediator, it is probable that a settlement of 
the controversy will have to await the return of the President. 

The fact should be emphasized that there is no present prospect of 
a strike, and that if further effort at settlement fails, the controversy 
must proceed in accordance with the orderly procedure provided by 
the railway labor act. In-his letter of March 20 the President indi- 
cated that if no agreement is reached, and in default of arbitration, 
it might be necessary for him, “with due regard to the protection of 
the general public interest, to appoint a commission to examine thor- 
oughly into the labor controversy, covering all classes of railroad em- 
ployment, in order that the country may be fully advised of the 
merits.”’ 

In the meantime I shall be glad to consider any suggestions which 
either side may wish to proffer. 


RAILROAD SIX-HOUR DAY BILL 


The House committee on interstate and foreign commerce 
has concluded its hearings on the railroad six-hour day bill. A 
statement was submitted by Elmer E. Boyner on behalf of 
Milton W. Harrison, of the Security Owners’ Association, in 
which the bill was opposed because of the effect application of 
the six-hour day would have on railroad earnings. 

In his statement on the bill, Mr. Harrison, speaking for 
railroad security owners, replied to the statement made by A. 
F. Whitney, chairman of the Railway Labor Executives’ Asso- 
ciation, before the Senate interstate commerce committee, to 
the effect that railroad bondholders should assent to a reduction 
of 2 per cent in the interest rates on bonds. 

“This proposition,” said Mr. Harrison, “is neither morally 
sound nor legally possible. There is no basis for viewing bond- 
holders as a class apart, largely untouched by depression. ... 
Investors understand the toll depression has taken from labor. 
However, we wish to point out that the financial loss suffered 
by capital has been far greater, for although the amounts paid 
for labor by railroads have dropped more than 50 per cent since 
1929, during the same period the income applicable to interest 
and dividends declined by 70 per cent.... 

“Investors, too, are people and are as essential to the suc- 
cessful operation of the railroads as is labor. The investor 
has rights accorded by law, and has suffered as severely as any 
other class from loss of income throughout the depression and 
also from terrific depreciation of market values. Investments 
in railroad securities represent the fruits of the past labor of 
millions of people, whether through direct ownership or through 
possession of insurance policies and savings deposits. Many 
who have passed their working days are wholly or in part de- 
pendent for the livelihoods of themselves and their dependents 
upon the income which accrues from these securities.” 

After closing the hearings on the six-hour day bill, the com- 
mittee heard testimony by organized railroad workers in support 
of H. R. 6399, the Griswold bill limiting the length of trains. 
This is a measure the enactment of which is urged by railroad 
labor to increase employment, the contention being that the 
railroads reduce the number of train crew employes by increas- 
ing the length of trains. 


D. & H. WAGE DISPUTE 
The Trafic World Washington Bureau 


The White House made public April 3 the report of the 
emergency board appointed by President Roosevelt under sec- 
tion 10 of the railway labor act to investigate and report on 
the dispute between the Delaware and Hudson Railroad Cor- 
poration and employes represented by the Brotherhood of Loco- 
motive Engineers, the Brotherhood of Locomotive Firemen and 
Enginemen, and the Brotherhood of Railroad Trainmen. The 
dispute was disposed of by the company agreeing to return to 
the so-called standard method of computing pay for its train- 
service employes and by the brotherhoods withdrawing, so far 
as the emergency board was concerned, other matters in dispute. 
(See Traffic World, March 31, p. 608.) 

The principal point in issue in the dispute was the so-called 
Loree plan, providing for different rules or working conditions 
and a change from the old hours and mileage basis of pay to 
a monthly rate. 

In its report the board said the carrier had not established 
by agreement with its employes machinery for settlement of dis- 
putes as provided by the railway labor act. It expressed the 
opinion that these provisions in the act should be made man- 
datory if they were not already mandatory. The board also 
said emergency boards had formerly been instructed to in- 
vestigate and report the facts pertaining to the controversy. 
In the instant case, it said, the board was authorized to “make 
every effort to adjust the dispute” upon the facts developed. 

“The success with which this extension of authority has 
been attended seems a sufficient justification for thus enlarging 
the powers of emergency boards,” said the board. 

The board Was composed of W. P. Stacy, chairman, and 

H. A. Wiley and Walton H: Hamilton, 
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EASTMAN LABOR BILL 


The Trafic World Washington Bureau 


Concluding as the result of his study of the railroad labor 
situation, made in connection with preparing comments on H. R. 
7650, the railroad unions’ bill to amend the railway labor act 
(see Traffic World, Feb. 24, p. 358), Coordinator Eastman has 
reported to Chairman Rayburn, of the House committee on 
interstate and foreign commerce, that an “element of compul- 
sion’ must now be injected into the situation to effect settle- 
ments of disputes. 

The coordinator has made public a letter and a copy of a 
proposed bill, offered as a substitute for the labor unions’ bill, 
transmitted both to Chairman Rayburn, who has asked for a 
report on the bill, and to Chairman Dill, of the Senate inter- 
state commerce committee. The substitute measure differs in 
various details from the provisions of the labor bill. Outlining 
the scope of the substitute, Coordinator Eastman said it would: 


(1) Include within its scope, not only carriers by railroad and 
sleeping car and express companies, but also all companies which 
operate equipment or facilities or furnish service included within 
the definitions of the terms “railroad” and “transportation” in the 
interstate commerce act. 

(2) Clarify various provisions in the present railway labor act. 

(3) Include in that act provisions, now included in the tem- 
porary emergency railroad transportation act, 1933, which will insure 
the complete divorcement of railroad employes and managements 
in the choice of representatives to deal one with the other, and pro- 
vide adequate means for the enforcement of these provisions. 

(4) Provide means for the prompt settlement of disputes between 
the companies and their employes growing out of grievances or out 
of the interpretation or application of agreements concerning rates 
of pay, rules or working conditions, through a National Board of 
Adjustment, divided into four independent parts, whose awards will 
be enforceable in the courts. 

(5) Create a new National Mediation Board, like the present 
Board of Mediation but reduced in the number of its members from 
five to three and adapted to the work which it will be called on to 
perform under the amended act. 


Mr. Eastman said the proposed bill had been discussed 
informally with railway labor executives, representatives of 
the carriers, and the chairman of the present Board of Media- 
tion, and that their comments and criticisms had been very 
helpful. 

The railway labor act, said he, was designed throughout 
to accomplish a settlement of differences between labor and 
management by agreement of the parties without any element 
of compulsion. It had worked well in many respects, he said, 
but need for strengthening and improving it had developed. 
Outlining the provisions of the proposed bill and setting forth 
his comments, the coordinator, in part, said: 


_ _ Section 1 of the attached bill differs from the present act in that 
it includes in the definition of ‘‘carrier’’ all companies which operate 
facilities or furnish services which are closely affiliated with and 
really form a part of railroad facilities or service. These provisions 
differ from those in H. R. 7650 only in that the language used is 
thought to be clearer and icss ambiguous. The principal companies 
added by the proposed definition are the refrigerator car lines. 
Section 2 of the present act contains provisions intended to in- 
sure absolute freedom of choice by both parties in the selection and 
designation of representatives to act for them in disputes ever labor 
questions. However, no adequate means of enforcing these provisions 
were provided and practices were continued or grew up which were 
subversive of the principle involved. To meet this situation, Congress 
took the first ~~ when it incorporated paragraphs (0) (p), and (q) 
in section 77 of the amended bankruptcy act, and these were applied 
to all railroads by section 7 (e) of the emergency railroad transporta- 
tion act, 1933. * * * 
_ That the principle underlying these provisions is sound is, I be- 
lieve, hardly open to question. It means only that railroad manage- 
ments must keep their hands off, so far as labor organizations are 
concerned, * * * 


Mr. Eastman discussed further the question as to freedom of 
choice of selection of representatives and said the railroad man- 
agements had on the whole manifested a commendable desire to 
put their houses in order in these respects and that the situa- 
tion had been much improved. He recommended enforcement 
of the provisions through the Department of Justice. He re- 
marked that at least one large railroad had made it clear it 
would litigate as to the collective bargaining provisions of the 
emergency transportation act. 


National Adjustment Board 


Discussing the adjustment board provisions, the coordinator 
said: 


Section 3 of the proposed bill provides for a National Adjustment 
Board divided into four parts independent of one another to adjust 
disputes arising out of grievances or out of the interpretation or 
application of agreements between carriers and employes. Each di- 
vision deals with the grievances of a group of crafts. It may be sub- 
divided to take testimony but the decision must be by the entire 
division. There are thus, in effect, 18 boards for the taking of testi- 
mony and four to make decisions. Each division is composed of an 
equal number of representatives of management and labor, respec- 
tively, and its members are to be compensated by the organizations 
they represent. In case of a deadlock a neutral member may be se- 
lected by the parties or, if they can not agree, is to be appointed by 
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the ccc, Mediation Board and to be compensated by the govern- 
ment. 

_ This is a distinct departure from the present law and follows, in 
principle, the provisions of H. R. 7650. It differs from the latter in 
that it does not name the present national labor organizations as the 
parties to select the labor representatives on the adjustment board, 
nor does it have the same number on the several divisions. It is felt 
that the proposal of H. R. 7650 would freeze the administration of the 
act, so far as labor representatives are concerned, in the hands of 
labor organizations which negotiated the Chicago wage agreements 
of 1932, and provides no room for expansion or contraction with the 
growth and development of the labor organization movement. Nor is 
it consistent with the freedom of choice of representatives for which 
the same labor organizations so vigorously contend. 

The present act provides for system or regional boards of ad- 
justment or a national board, if the parties care to set them up, but 
they are not required to do so. There are now four regional boards, 
confined to the consideration of train service disputes; many system 
adjustment boards have been created for other crafts; but on many 
systems no boards whatever have been set up. All of these regional 
or system boards have equal representation of labor and management, 
and there is no way of compelling or enforcing a decision. There has 
been a growing tendency to deadlock the boards when set up. The 
result on a considerable number of important systems has been a 
large accumulation of unsettled disputes and grievances. Mediation 
has proved unavailing, and the employes in some instances have found 
it necessary to take a strike vote in order to force the appointment 
of an emergency fact-finding board by the President under section 10 
of the act. 

Compulsion Necessary 


This situation demands correction, and it appears that the only 
way to correct it is to introduce an element of compulsion. To this 
the employes are now willing to agree, so far as the minor disputes 
over grievances and interpretation of agreements are concerned, al- 
though they are not willing that compulsion should be introduced with 
respect to major disputes over wages, rules, and working conditions. 
If there is to be resort to compulsion, it clearly should be under the 
effective control of the government, and this can be provided to much 
better advantage in connection with a National Adjustment Board 
than in connection with a large number of regional or system boards, 
for it requires, whenever there is a deadlock, the appointment by the 
government of a neutral member to determine the issue and cast the 
deciding vote. Moreover, such a national board could establish and 
follow, to a considerable extent, uniform policies, with the result that 
the number of disputes requiring neutral arbitration would ultimately 
be reduced. 

A similar adjustment board system for deciding grievance cases, 
with provision for avoiding deadlocks by resort to umpires, has been 
used very successfully for many years in such industries as anthra- 
cite coal mining, the manufacture of clothing, and book and job 
printing. More recently the system has been established in the bi- 
tuminous coal mining industry. Three national boards of adjust- 
ment were set up for the entire railroad industry during federal con- 
trol and the record reveals no difficulty whatsoever in promptly de- 
ciding the cases which reached these boards. They did not bog down, 
despite the fact that the basic labor situation at that time, owing to 
the rapid growth of the railroad labor organizations and the issuance 
of many orders affecting rates of pay, rules and working conditions, 
literally placed a premium on the generation of innumerable grievance 
cases. With the standardization in recent years of labor practices, 
wage rates, and rules, there is less likelihood now than in the days 
of Federal control that a multitude of grievance cases will arise. 


Furthermore, in the six years of experience of the United States 
Railroad Labor Board there was no undue delay or accumulation in 
the handling of grievance cases. Whatever the defects of other fea- 
tures of the operation of the labor board, no criticism has been made 
of its administration in this regard. And it is to be noted that this 
board was a larger and more unwieldy organization than the one here 
proposed; that it considered and disposed of all cases in the one large 
board; and sat only in Chicago, to which point all cases were brought. 

-The theory of a National Adjustment Board is vigorously con- 
tested by the carriers, on the ground that: (a) It would be too cum- 
bersome to handle the bulk of cases presented for adjustment. (b) It 
would be too far removed from the property for adequate considera- 
tion of local conditions and of the personal relations between men 
and management. (c) It would be more expensive for both employes 
and management than system adjustment boards. (d) Application of 
the principle of compulsory adjustment would be ill-advised. 

The workability of a National Board of Adjustment is attacked 
by the carriers because of the assumed enormous number of cases 
that are likely to come before it. It is stated that past experience 
has shown a tendency on the part of labor organization representatives 
to pass cases on for consideration rather than take the responsibility 
of settlement with the management. It is admitted that the same 
tendency is shown by railroad officials. In any event, it is argued, ex- 
perience has shown that a very large number of trivial cases are al- 
lowed to go forward if there is a possibility of appeal to a superior 
tribunal. The centering of all such cases in a national board would, 
they fear, very soon cause congestion and delay. It is also contended 
that these cases would not be handled as well by a national board, 
because its members would find it impractical to hear the individuals 
directly involved in the dispute but would be compelled to have the 
record made locally and brought before the board in a second-hand 
presentation. The tendency would be to break up the human con- 
tacts that are all-important-in the adjustment of human relations. 

In view of past experience I believe that the experiment should be 
tried. Its success or failure will depend upon the spirit with which it 
is undertaken by both parties. The labor organizations must be 
brought to develop within the membership that spirit of discipline, 
responsibility and cooperation which is essential to the dignity of labor 
self-government. The leaders must recognize that this new departure 
which they are advocating will surely fail if a multitude of minor 
grievances are thrown back on the national board because of an un- 
willingness to accept local responsibility. The managements must 
govern their action in a similar spirit. If there is a failure, the records 
will show where the major responsibility lies. I am not unduly san- 
guine of success, but I believe that the chances favor the same degree 
of success aS has been achieved in other industries, and that the re- 
sults of the experiment will be worth while in any event. Labor has 
hitherto resisted all attempts at compulsory adjustment of disputes 
and grievances, and full advantage should be taken of the present 
concession, which may have results of far-reaching importance. 

The attached bill permits the establishment of regional or system 
boards of adjustment, if agreed upon by the parties. If any such 
boards are to be specifically spelled out in the law, the government 
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should not be put to the expense of furnishing or to the labor of ap- 
pointing neutral members therefor, and the right of appeal to the 
National Adjustment Board should be preserved. 

Section 4 of the bill proposes to substitute for the present Board 
of Mediation, consisting of five members, a new board, called the 
National Mediation Board, consisting of three members. It is not in- 
tended as a reflection upon the present board, which has many im- 
portant accomplishments to its credit, and has had a difficult task to 
perform in view of the fact that its powers are wholly persuasive. 

Nevertheless, appointment of a National Adjustment Board to 
deal with a considerable number of grievances that under the present 
law are brought before the Board of Mediation, in an effort to obtain 
settlement by agreement, makes it unnecessary that the new board 
shall have as large a membership. Furthermore, a small membership 
for such a board avoids danger of lack of cohesion in the administra- 
tion of the law. It is essential that the policy of the National Media- 
tion Board shall at no time be disturbed by internal dissension. 

On the other hand, it is proposed to give to the new and smaller 
board the power to select and appoint employes to act as mediators, 
under the instruction of the board, with the same freedom that the 
power to delegate its work is now given to the Interstate Commerce 
Commission. The organization that is now proposed will have the duty 
of appointing neutral arbitrators where necessary to obtain decisions 
from the National Board of Adjustment, and will continue to function 
without partisanship in the mediation of disputes concerning rates of 
pay, rules and working conditions and other disputes that do not go 
to the adjustment board for settlement. 


Chairman Dill, of the Senate interstate commerce commit- 
tee, introduced the Eastman bill (S. 3266) to amend the railway 
labor act approved May 20, 1926, and to provide for the prompt 
disposition of disputes between carriers and their employes. 
He said he had introduced it by request, as he did the other 
Eastman bills proposing regulation of highway and waterway 
carriers. 

The Senate committee will begin hearings on the Eastman 
labor bill April 10. 


RAIL EMPLOYE PENSION BILL 


A bill (S. 3231) to provide a retirement system for rail- 
road employes has been introduced by Senator Hatfield, of West 
Virginia, and Senator Wagner, of New York, as the result of 
consideration by a subcommittee of the Senate interstate com- 
merce committee of S. 1529, introduced by Senator Wagner, and 
S. 817, introduced by Senator Hatfield. The subcommittee reported 
the bill to the full committee. Senator Hatfield said the measure 
involved the important principles of the two bills as originally 
introduced. 

“This bill,” said he, “establishes the principle that industries 
shall provide for human depreciation as they have for years 
provided for property depreciation. The enactment of this meas- 
ure will insure workers who have contributed 30 years’ service 
to the success and operation of industries they will be taken care 
of in their old age without charity. This bill will permit of the 
immediate retirement of 100,000 aged workers and the immedi- 
ate employment of 100,000 unemployed railroad workers.” 

a In an explanation of the bill Senators Hatfield and Wagner 
said: 


It is agreed that all railroads which have been subjected to the 
jurisdiction of Congress are to be treated together as one employer. 
All persons in the service of the railroads are to be regarded as 
employes of the one employer. One common retirement system is to 
be established for making old-age and disability payments to the 
employes of all railroads. The old-age pension or annuity is to be 
based upon the wages and the length of service upon all railroads. 
with specified maximum limits. The payments are to be previded for 
from joint contributions by the railroads and the emrioyes. 

The Treasury of the United States is made the custodian of the 
funds. The payments to be made by the Treasury are limited to the 
amounts provided by the railroads and the employes, and no burden 
is placed on the Pubifte Treasury. 

The administration of the system is to be placed in a board of 
five, to be appointed by the President of the United States, with the 
advice and consent of the Senate. 

In the consolidated bill the amount of the pension or annuity is 
to be 2 per cent on the basic wage of the employe multiplied by the 
number of years of service, but is not to exceed 60 per cent of the 
basic wage. The basic wage is to be determined upon average com- 
pensation as defined in the bill, but no compensation in excess of 
$400 per month is to be recognized in determining the basic wage. 

Pensions are to be payable from and after age of 65, or before 
age 65 after 30 years of service. Retirement is to be compulsory at 
age 65, with a provision for an agreement by the employe and the 
railroad to extend the employment from year to year, but not beyond 
age 70. Compulsory retirement at age 65 shall not apply to execu- 
tives until 5 years after the act takes effect. 

If the pension payments are begun before age 65 after 30 years of 
service, the maximum pension paymnet is reduced from the 60 per 
cent maximum by 4 per cent of the basic wage for each year the em- 
ploye is less than 65 years of age when the pension payments are be- 
gun. Thus, at age 60 the maximum pension is 40 per cent and at age 
55 it is 20 per cent, and no pension at all is payable below age 51. 
The reduction in the maximum does not apply where the employe is 
retired by the railroad for mental or physical disability. 

Assuming the above average wage of $1,667 the average maxi- 
mum monthly old-age pension will be $83.33. By reason of reductions 
on account of shorter periods of service, on the assumptions herein 
made, the actual average will be $71.08 for pensions to be granted 
during the first full year of operation. Applied to the compensation 
received by individual employes the pensions will bear such reason- 
able relationship to the compensation as will encourage satisfactory 
retirement for the good of the service. 

The pension or annuity payments are to be provided by payments 
in a uniform contribution percentage by the employes upon their 
wages and by the carriers upon their operating revenues. This results 
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at the outset in a payment of approximately one-third by the em- 
ployes and two-thirds by the railroads. The railroads are required to 
deduct and retain the employe percentages and to pay these with their 
own payments quarterly into the Treasury of the United States. 
The board is to determine from time to time the contribution per- 
centage on the wages and on the operating revenue. This is fixed at 
2% per cent until the board determines otherwise. This is designed 
to provide a small buffer fund at the outset. It is the purpose of the 


‘contribution percentage to provide only from time to time approxi- 


mately the amounts required for the current requirements for old age 
and disability payments and the expenses of administration. _ 

Assuming that all who could possibly be entitled to retire and 
take their pensions will do so, including all who are 63 years of age 
and over, and all who have had 30 years of service and who are 60 
years of age and over, estimates based on data submitted at full 
hearings before the subcommittee of the Committee on Interstate 
Commerce of the United States Senate held during January, 1933, 
show that on an average basic wage of $1,667 the maximum pension 
payments required during the first full year of operation will not ex- 
ceed $90,000,000. Of this the employes would pay about $30,000,000, 
and the railroads about $60,000,000. However, as the total wages are 
now about $1,500,000,000 and the total operating revenues are about 
$3,500,000,000, the 2144 per cent on the combined $5,000,000,000 will re- 
quire payments amounting to approximately $125,000,000 during the 
first full year of operation. While the amount payable in pensions 
will increase gradually from year to year, it is estimated that the 
$125,000,000 will be more than enough to meet the maximum yearly 
pension payments for at least each of the first 5 years. It would be 
entirely practicable to omit the minimum 2% per cent requirement 
and collect only the actual amounts required. 


RAIL PRESIDENTS MEET 


Reports of Coordinator Eastman, the railroad wage situation, 
and legislation in Congress affecting the railroads were Con- 
sidered, April 5, at three meetings in Chicago of railroad presi- 
dents and other executives. Some sixty or seventy officials of 
the major lines were in attendance. In the morning there was 
a meeting of the three territorial presidents’ conferences, at 
which W. F. Thiehoff, chairman of the Conference Committee of 
Managers, handling the wage negotiations with the labor repre- 
sentatives as to the basis of wages to be applied at the ter- 
mination, June 30, of the present agreement, under which ten 
per cent is deducted from the pay checks of the employes, made 
a report. 

That was followed after luncheon by a meeting of the ad- 
visory committee of the Association of Railway Executives, at 
which R. V. Fletcher, general counsel of the association, reported 
on the legislative situation in Washington. Then there was a 
meeting of the three coordinating committees at which the 
report and suggestions emanating from the traffic section, 
headed by J. R. Turney, of Coordinator Eastman’s staff, were 
considered at length. 

Little information of a definite nature was forthcoming from 
those who participated in the meetings, but it was understood 
that no action was taken at the first meeting to change in any 
way the status of the wage negotiations, the handling of the 
dispute being left with the Thiehoff committee, already em- 
powered to deal with the matter. The report was regarded 23 
in the nature of information as to what had been done and 
probable developments. 

Coordinator Eestinan’s proposed bills for regulation of 
waterway and highway carriers were said to have received the 
endorsement of the executives, though certain other of his legis- 
lative proposals, such as that covering a change in the fourth 
section of the act, were looked on as “a step in the right direc- 
tion, but not going far enough.” 

V. V. Boatner, western regional director of the Coordinator’s 
staff, met briefly with the three regional coordinating commit- 
tees, but left not long after that meeting convened. Arrange- 
ments for detailed and thorough study of the merchandising 
handling plan proposed in the report of Mr. Turney’s section 
were understood to have been outlined. Beyond the statement 
that the proposal would require much study, little comment 
could be obtained from the railroad officials as to their reac- 
tion to the proposal. 


RAIL WAGE STATISTICS 


Class I railroads, excluding switching and terminal com- 
panies, reported 966,365 employes as of the middle of January 
and total compensation for that month of $120,695,249, as com- 
pared with 966,291 employes and $117,618,965 in December, ac- 
cording to statistics prepared by the Bureau of Statistics of 


the Commission. In the month of January, 1,071,220 employes 
received some pay either for full or part time. 


CANADIAN RAILWAY REDUCES EXPENSES 


In 1933 the Canadian National Railways reduced operating 
expenses by $12,395,601, to meet a decrease in gross receipts 
of $12,583,852, and thereby finished the year with an operating 
net only slightly under that of the previous year, according to 
the annual report of the company which has been presented to 
the Canadian Parliament. The net revenue for 1933 was 
$5,707,183.21. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


HE Celler bill, now pending in Congress, under which any 

port would have the right to establish a foreign trade zone or 
a free port, hag resulted in expressions of opinion by several 
New York organizations. The Merchants’ Association of New 
York and the Shippers’ Conference of Greater New York have 
favored the legislation, and the Maritime Association of the Port 
of New York has opposed it. 

The Committees on Foreign Commerce and Revenue Laws 
and on Harbor and Shipping of the Chamber of Commerce of 
the state of New York have prepared a joint report to be pre- 
sented to the chamber’s members opposing the plan as unnec- 
essary and uneconomical. The principal objection cited in the 
report is that it would necessitate creation of additional ware- 
house space and port facilities, for which there is no need, as 
the Port of New York already has 104 warehouses with bonded 
space for storage of merchandise in bond. The need for free 
ports is not so vital in the United States as in other places, 
it is added, because of the system of drawbacks and bonded 
warehouses here. The universal establishment of trade barriers 
has also materially lessened the need for free ports in this 
country, the report states. . 

The committee of the New York Board of Trade, which has 
been studying the proposal, favors legislation which would 
give any port the right to establisch such a free zone if it de- 
cides it would be best for its foreign trade interests. 


The Maritime Association of the Port of New York, which 
recently declared itself in opposition to the Celler bill, has re- 
plied to criticism of its stand by Representative Celler, sponsor 
of the bill. It was implied that selfish motives on the part of 
members of the Maritime Association had impelled its stand 
against the proposal. John P. Magill, manager of the associa- 
tion, denied that this was the case. The figures cited by Celler 
to show the difficulties attendant to the drawback system now in 
effect strengthen rather than weaken the stand of the asso- 
ciation’s committee, he said. He also added that one of the 
members of the committee was the head of one of the largest 
towing interests in the world—a business that should benefit 
by the free zone plan—another an admiralty lawyer of inter- 
national repute, and the third the head of one of the oldest 
established shipping organizations in the United States. 


Full cargo markets have experienced unusual dulness in 
the last week, improved West Indies time chartering being about 
the only bright spot in the various trades. The lack of activity 
is ascribed to the Easter holidays abroad. 

The only grain fixture of the week, reported by cables from 
London, was that of a steamer from Montreal to Birkenhead, 
Barry, London or Hull, on the basis of 1s 414d. for one port of 
discharge, for first open water loading. 

The trans-Atlantic sugar trade was also slack, only one fix- 
ture being reported in this division. This was a 3,072 net ton 
vessel from Cuba to United Kingdom-Continent on the basis of 
138s for April loading. 

Time charters were mostly for the West Indies trade, no 
long voyage charters Having been reported. There were also 
several time charters for the Canadian trade, 

The coal division, which had been slightly more active of 
late, lapsed into the doldrums again and no fixtures or inquiry 
were reported. 

The scrap iron trade continues active, with a number of 
fixtures made. Among them were three for the Far East, two 
vessels of 4,246 and 3,115 net tons from the South Atlantic 
range on the basis of 10s 3d for April, f. i. o., and the other a 
steamer of 4,134 net tons from the Atlantic range to Japan at 
10s 3d, with option for Atlantic and Gulf loading at 10s 64d, f. i. o., 
for late April. 

The tankers trade also had a much shorter list of fixtures 
than usual, The principal features were the fixtures of two ves- 
sels for crude oil from the Gulf to Dunkirk for May loading on 
the basis of 10s and of a vessel of 11,000 tons deadweight for 
four to five months’ time in the Gulf-Montreal trade at 4s 6d, 
delivery May. In the coastwise trade a motorship of 2,914 net 
tons was fixed for a clean cargo from the Gulf to North of Hat- 
teras at 23 cents for April-May loading. 


SHIP SUBSIDY VIEWS 


On motion of Senator McKellar, of Tennessee, the Senate 
has published as a Senate document (No. 161) a memorandum 





prepared by John Nicolson, formerly with the Shipping Board, 
on direct aid to American vessels in foreign trade. In the 
memorandum Mr. Nicolson discusses the importance of having 
an ample American merchant marine, the necessity for direct 
aid, the extent of aid required, forms of direct aid, government 
operation, and says the name of aid and the agency of ad- 
ministration should conform to the real nature of the aid 
granted. The memorandum was submitted to the Shipping 
Board Bureau before the recent report on ship subsidy was 
made public by Secretary Roper. (See Traffic World, March 17, 
p. 526.) Both the Roper recommendations, based on the report 
of Director Heimann, of the Shipping Board Bureau, and the 
Nicolson memorandum, urge similar treatment in principle 
of the ship subsidy question. 

“Should not the name conform to the fact?” asks Mr. 
Nicolson in urging that a subsidy be named a subsidy and not 
disguised under “mail contracts.” 

Secretary Roper also recommended discontinuance of the 
present ocean mail subsidy system. 


SHIPPING INDUSTRY CODE 


Copies of the proposed code of fair competition for the 
shipping industry, which was outlined last week by Deputy 
Administrator Weaver (see Traffic World, March 31, p. 611), were 
issued this week by the NRA. Any objection to the code must 
be filed with the deputy administrator prior to noon April 14. 
The text of articles VII, VIII and IX, having to do with rates, 
fares and charges, follows: 


Article VII—Stabilization and Regulations of Rates, Fares and Charges 


Section 1. Each Division or Subdivision Code may prescribe rules 
and regulations to be complied with by Members of the Industry, and 
rates, fares, and charges, which shall be the minimum rates, fares, 
and charges, no less than which may be charged by Members of the 
Industry. 

Section 2. Any minimum rates, fares, and charges contained in 
or prescribed under any Division or Subdivision Code, or amendments 
thereof or supplements thereto, shall be printed and kept open to 
public inspection by the Members of the Industry subject to such 
Code. Except as otherwise required by law, the governing Division 
or Subdivision Code Authority may, in an emergency, authorize a 
temporary reduction of any minimum rate, fare, or charge without 
previous notice to the Administrator, but such reduction shall be im- 
mediately reported to the Administrator. Before any other change in 
any minimum rate, fare, or charge contained in or prescribed under 
any Division or Subdivision Code is made, thirty days’ written or 
telegraphic notice thereof shall be given to the Administrator, who, 
if substantial protest against the proposed change is made, may order 
a public hearing thereon at such time and place and on such notice 
as the Administrator may determine; otherwise the change shall be- 
come effective on the expiration of said thirty days’ notice, unless 
expressly disapproved by the Administrator. The time of notice may 
be reduced or waived, in the discretion of the Administrator. 

Section 3. Sworn complaints from any source, charging that any 
rate, fare or charge, rule, regulation, or practice, is unfair or un- 
reasonable, shall be referred to the Administration representatives for 
adjustment as provided in Article VIII hereof. If any complaint is not 
satisfactorily adjusted locally as provided for in Article VIII hereof, 
the Administrator shall have, and is hereby given, authority to enter 
upon a hearing of such charge, after such notice and under such rules 
and regulations as he may prescribe, and if he finds the complaint sus- 
tained he may suspend such rate, fare or charge, rule, regulation, or 
practice. 

Article VIII—Administration Representatives 


Section 1. The Administrator may appoint such number of Ad- 
ministration Representatives as he may in his discretion deem neces- 
sary so that there may be available an Administration Representative 
to sit without vote on each Division and Subdivision Code Authority, 
who may follow activities of the Code Authorities and advise the 
Administrator in connection with all matters requiring the approval 
of the Administration, and may attend meetings of the Code Authori- 
ties when such matters or any other matters affecting the welfare of 
the industry are acted upon. 

Section 2. The Administrator shall appoint an Administration 
Representative to be located permanently at each of the following 
headquarters or such other ports as the Administrator may decide: 
New York, N. Y.; New Orleans, La.; San Francisco, Calif.; Chicago, 


Tl. 

Section 3. In addition to the duties described in Section 1 above 
it shall be the duty of the Administration Representatives appointed 
pursuant to the provisions of Section 2 above to receive complaints 
from any source, charging that any rate, fare or charge, rule, regu- 
lation, or practice, is unfair or unreasonable, and to assist inthe ad- 
justment of such complaints, if possible, by the appropriate Code 
Authorities of the Divisions or Subdivisions. In the event such com- 
plaints are not satisfactorily adjusted, the Administration Repre- 
sentative shall forward copies of the complaints to the Administrator, 
together with a full report of the action of the Division or Subdivision 
Code Authority thereon. 


Article [IX—Coordination 


In the administration of this Code and any Division or Subdivision 
Code, the Administrator shall utilize the assistance of the United 
States Shipping Board Bureau, Department of Commerce and/or 
Interstate Commerce Commission to the fullest extent deemed ad- 
visable by him, through hearings, investigations, or otherwise, and 
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recommendations based thereon certified to the Administrator, in re- 
spect of rates, fares, charges, classification, rules, regulations, prac- 
tices, and other appropriate matters, to the end that various branches 
of executive authority may be brought into effective coordination. 


BASIS FOR SOUND MERCHANT MARINE 


“If the shipping business in the course of the next few 
years is handled in such way as to attract investment funds, 
then an adequate merchant marine will need no ballyho build-up 
nor sentimental propaganda,” said Henry H. Heimann, director 
of the Shipping Board Bureau, in an address April 4 before the 
members of the India House in New York City. “It will become 
a real industry because funds will naturally flow into a deserv- 
ing and well-operated business. 

“There has been a good deal of conversation, much propa- 
ganda, and innumerable programs for the development of an 
adequate merchant marine. It is well that these various pro- 
grams and plans have been put forth, since a free discussion of 
any problem brings a measure of understanding, I feel, however, 
that some of the ballyho type of literature and publicity has 
been harmful rather than helpful to the building of an adequate 
merchant marine. Many people, no doubt, conclude, and not 
without reason, that if an industry is sound and the need for 
it is evident and justifiable upon economic grounds, one should 
not resort to evangelism of a particularly emotional type to 
bring about its realization. 

“I propose today to speak for a few moments on a funda- 
mental principle that I think must prevail if we are to build 
an adequate merchant marine, or any other type of industry. 
What I have to say will not be new—indeed, it is a fundamental 
as old as the history of economics—yet it may be worth while 
to have it reiterated at this time. 

“There are many ways of developing an adequate merchant 
marine, and there are many elements that can and should receive 
serious consideration in this development. Nevertheless the 
basic, fundamental requirement for the building of an adequate 
merchant marine is so simple and so easily understood that it 
can be stated in one sentence. 

“To build an adequate merchant marine with private capital, 
that private capital must be able to receive a reasonable return 
on its investment. 

“Reams have been written about subsidies; volumes upon 
regulatory features; the military value of an adequate merchant 
marine has been stressed time and again. Yet all of these 
necessary corollaries to a sound merchant marine give way in 
the final analysis to the principle I have enunciated, namely, the 
need of a reasonable return on the capital invested. When I 
—- to invested capital I intend an honest appraisal of capital 
funds. 


Importance of (Profit Motive 


“Perhaps this approach has not been made to the problem 
because it can be considered selfish. Perhaps it may be out of 
order in this day and age, with our swift-moving events and 
our stressing of humanitarian doctrines, to suggest that the best 
humanitarian program that can be initiated is provision for a 
reasonable return on investments, or making reasonably certain 
the possibility of securing it in a normal, average business 
undertaking. I sometimes feel that our current thinking on 
profits is somewhat beclouded by a failure to realize that stand- 
ards of living—and civilization itself—march forward as a result 
of the possibility, in a country such as ours, of investing funds 
with reasonable assurance that these funds will earn and pay 
for their hire. 

“It is my personal opinion that the Administration recog- 
nizes the doctrine of the necessity of a reasonable return, for 
the Administration realizes that therein lies the best insurance 
for the continued advancement of our standard of living and the 
health, happiness and welfare of our people. 

“It is, of course, wrong to unduly stress the profit element, 
or to emphasize it at the expense of humanity, but I am wonder- 
ing whether it is not just as wrong to stress the element of 
humanity entirely at the expense of reasonalbe profit. Perhaps 
it may be somewhat inhuman in practical affairs to try to place 
the humanitarian objectives ahead of the profit objective. Both, 
it seems to me, go hand in hand, for without the profit objec- 
tive you cannot possibly secure the other, and having secured 
the profit objective, honest dealing as well as sound business 
judgment demand that you secure the other. 

“With due regard to the interests of shippers, to insure a 
fair and reasonable rate with respect to the transportation af- 
forded, with careful survey and appraisal of the rate structure 
needed by the American ship operators to insure a reasonable 
return on the capital investment, the regulatory provisions of the 
merchant marine act should be brought into play. The Ship- 
ping Board Bureau of the Department of Commerce has a regu- 
latory division that can contribute greatly toward placing the 
industry on a rational basis. It is our intention to see that this 
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division exercises the authority vested in it to secure stability 
for the industry. If sound, just judgment is exercised in the 
utilization of this regulatory power, then the American mer- 
chant marine will grow and prosper. Indeed, a sound regulatory 
program will unquestionably be of more value in the development 
of an American merchant marine than all the subsidy programs. 
Besides subsidy and regulation, there is another step necessary 
for the development of an.adequate merchant marine, and its 
reasonable, profitable operation. I am happy to say that this 
step was taken a few days ago when Joint Resolution 207 
passed both Houses of Congress and was signed by the Presi- 
dent. It provides that products exported on the strength of 
government financing must be carried in ships sailing under 
the American flag. 

“There should be a close coordination between all depart- 
ments of the government and the Shipping Board Bureau in 
order that they may be mutually advised of cargo developments, 
with the end in view of having the American merchant marine 
secure a large share of this business and to demand the major 
portion of it, as above stated, when the government is financin~ 
the transaction. We must also consider reasonable consolida- 
tions to eliminate duplications as necessary. When such con- 
solidations are honestly made in the public interest, with the 
interest of ship operation rather than security speculation ii 


“mind, they should meet with favor by the government in so far 


as these consolidations contribute to a trunk line operation and 
thus make possible a more competitive operation with respect 
to the foreign shipping challenge. 

“Yes, there are many things that can and must be done, but 
in closing I repeat what I stated when I began. The industry 
itself must help get its own house in order. When it has done 
that it will have laid the foundation for an adequate and effi- 
cient merchant marine. Such a development will make pos- 
sible an adequate return on investment. If that object is ac- 
cepted by the industry and is admitted by the government as a 
necessary foundation upon which to build an adequate mer- 
chant marine, such mutual recognition will insure an adequate 
merchant marine. Subsidies, regulation, and all other construc- 
tive factors, will, of course, be helpful in so far as they will be 
a part of the insurance policy which seeks to return to private 
capital a reasonable hire for private funds.” 


WATER CARRIER AGREEMENTS 


The following agreements and modifications of agreements, 
filed in compliance with section 15 of the shipping act, 1916, as 
amended, have been approved by the Department of Commerce: 


2742—Between Luckenbach Gulf Steamship Company, Inc., Gulf 
Pacific Line, and Gulf Pacific Mail Line, Ltd., establishing a confer- 
ence in the trade between Gulf and Pacific Coast ports of the United 
States to have jurisdiction over rates, divisions, charges, rules, and 
regulations to be observed by members. 

2802—Between Oceanic and Oriental Navigation Company and 
Weyerhaeuser Steamship Company providing for the transportation 
of shipments on through bills of lading from China, Japan, Siam, 
French Indo China and the Philippine Islands to U. S. Atlantic Coast 
ports, with transhipment at San Francisco, or Los Angeles Harbor. 

2803—Between Pacific Coast Direct Line, Inc., and Oceanic and 
Oriental Navigation Company providing for the transportation of 
shipments on through bills of lading from U. S. Atlantic Coast ports 
to China, Japan, Siam, French Indo China and the Philippine Islands, 
with transhipment at San Francisco or Los Angeles Harbor. 

2804—Between The East Asiatic Company, Ltd., and Nelson Steam- 
ship Company providing for the transportation of cargo on through 
bills of lading from China and the Philippine Islands to U. S. Atlantic 
— ports, with transhipment at Los Angeles Harbor or San Fran- 
cisco. 

2821—Between Kokusai Kisen Kabushiki Kaisha and Calmar 
Steamship Corporation: providing for the transportation of cargo on 
through bills of lading from Japan and the Philippine Islands to U. 
S. Atlantic Coast ports, with transhipment at Los Angeles Harbor. 

2839—Between Los Angeles-Long Beach Despatch Line and Nelson 
Steamship Company providing for the transportation of cargo on 
through bills of lading between U. S. Pacific ports and U. S. Atlantic 
ports, with transhipment at San Francisco or Los Angeles Harbor. 

2840—Between Black Diamond Steamship Corporation and Ameri- 
can Line Steamship Corporation providing for the transportation of 
shipments on through bills of lading from Rotterdam to U. S. Pacific 
Coast ports, with transhipment at New York. 

2844—Between Argonaut Steamship Line, Inc., and Kokusai Kisen 
Kabushiki Kaisha providing for the transportation of cargo on through 
bills of lading from Japan and Philippine Islands to U. S. Atlantic 
Coast ports, with transhipment at Seattle, Portland, San Francisco or 
Los Angeles Harbor. 

2860—Between Shepard Steamship Company and Sacramento 
Navigation Company and The California Transportation Company pro- 
viding for the transportation of shipments on through bills of lading 
between U. S. Atlantic Coast ports and Sacramento and Stockton, 
California, with transhipment at San Francisco. 

2866—Between Nederlandsch-Amerikaansche Stoomvaart Maat- 
schappij (Holland-America Line) and American Line Steamship 
Corporation (Panama Pacific Line) providing for the transportation 
of shipments on through bills of lading from Rotterdam to U. S 
Pacific Coast ports, with transhipment at New York. 

2867—Between Compagnie Maritime Belge (Belgian Line) and The 
Atlantic & Caribbean Steam Navigation Co. (Red “‘D’ Line) provid- 
ing for the transportation of coffee, cocoa, tobacco and hides on 
through bills of lading from San Juan, Puerto Rico to Antwerp, Bel- 
gium, with transhipment at New York. 

2870—Between The Atlantic & Caribbean Steam Navigation Com- 
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pany (Red “D’” Line) and United States Lines Company (United 
States Lines) providing for the transportation of coffee, cocoa, to- 
bacco and hides on through bills of lading from San Juan, Puerto 
Rico to Hamburg, Germany, with transHipment at New York. 

2872—Between The Atlantic & Caribbean Steam Navigation Com- 
pany (Red “‘D’’ Line) and Cosulich-Societa Triestina de Navigazione 
(Cosulich Line) providing for the transportation of coffee, cocoa, to- 
bacco and hides on through bills of lading from San Juan, Puerto 
Rico to Trieste, Italy, with transhipment at New York. 

2875—Between Calmar Steamship Corporation and Southgate Nel- 
son Corporation (Yankee Line) providing for the transportation of 
shipments on through bills of lading from U. S. Pacific Coast ports 
to Hamburg, Germany, and Baltic arbitrary ports, with transhipment 
at Philadelphia. 

Agreements Modified 


711-1—Between The New York and Porto Rico Steamship Com- 
pany and Dollar Steamship Lines, Inc., Ltd.: Modifies agreement cov- 
ering the transportation of general cargo on through bills of lading 
from Genoa, Italy, to Puerta Rico, with transhipment at New York. 
The modification amends this agreement as respects the division of 
the through rates. 
Conference Agreements 


128-22—Modification of agreement between American Scantic Line 
and the member lines of the Atlantic Conference with respect to com- 
missions payable to general agents and sub-agents on cruise traffic. 

131-37—Records admission of Kerr Steamship Company, Inc., Sil- 
ver Services, to membership in the Trans-Pacific Passenger Con- 
ference. 

2817-1—Extends the period covered by the agreement of the 
— States Freight Conference from March 31 through June 
30, 1934. 


SERVICE TO SUB PORTS 


Representative Burnham, of California, has introduced H. R. 
8914, a bill amending the shipping act of 1916 so as to make 
it unlawful for any common carrier by water, either directly 
or indirectly, through the medium of an agreement, conference, 
association, understanding, or otherwise, to prevent or attempt 
to prevent any other such carrier from extending service to any 
port located on any improvement project authorized by Con- 
gress at which the majority of the vessels of said carrier may 
safely call, unload and load, and lie afloat, at the same rates 
which it charges at its nearest regular port of call, provided 
that said improvement project and said nearest port of call 
shall both lie within one of the following coastal areas of the 
United States, to wit: The Pacific coast from the Canadian 
border to the Mexican border; the Gulf coast from the Mexican 
border to and including Key West; the Atlantic coast from 
Key West (exclusive) to Cape Hatteras; the Atlantic coast from 
Cape Hatteras to the Canadian border. 


LIQUID CARGO PUMPING CHARGE 


In a request for the suspension of schedules filed by lines 
serving New York eliminating a charge of two cents to be paid 
by the shipper for the pumping of liquid cargo from tank barges 
to tank cars on the New Jersey shore, the Boston Port Authority 
declares that “having been reliably informed, alleges that the 
charge of two cents per 100 pounds for transfer from tank barge 
to tank car on the Jersey shore as specified in the aforemen- 
tioned tariffs, has never actually been collected from said ship- 
pers.” Some of the schedules are dated to be effective April 
15 and some April 20. 

It is asserted by the Boston port agency that elimination 
of the charge would increase the disadvantage under which Bos- 
ton labors in the handling of liquid cargo via that port 
to interior points. The commodities in question are vegetable 
oils, foots, settlings, tank bottoms, fish oil, sea animal and whale 
oil, linseed oil, petroleum lubricating oils and greases. 

If the protested schedules are permitted to become effec- 
tive, the Port Authority asserts, New York will be able to handle 
such commodities to Hamilton, Ont., for illustration, at $4.70 
a net ton, while the cost via Boston, the rail rates being the 
same, will be $5.65 a ton. This disparity is figured by counting 
as in favor of the shipper an allowance of 6.5 cents a hundred 
pounds made by the railroads for transfer of the liquid cargoes 
to tank barges at New Yoak, and the elimination of the two 
cents charge now made by the railroad for transfer of the lading 
from tank barges to tank cars on piers at the Jersey shore. 

The protestant alleged that the concerns operating tank 
barges in New York harbor were subsidiaries or affiliated with 
shippers of vegetable oils and that they were able under the 
6.5 cent allowance to make very substantial profit on the opera- 
tion of the barges. The effect, the protestant declares, is to 
reduce the total rail transportation charge to the shipper by 
the amount of the profit. 


IMPROVEMENT OF WATERWAYS 


The PWA has made an allotment of $76,300 to the army 
engineers to be used in dredging operations in the Black River, 
near Lorain, O. 

The Secretary of War has allotted $50,000 for the improv- 
ment of the intercoastal waterway from Jacksonville to Miami, 
Fla.; and $105,000 for Fox River, in: Wisconsin. 
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Secretary of War Dern has authorized the chief of engineers 
to establish a river and harbor district at Zanesville, O. Major 
Joseph D. Arthur, corps of engineers, has been ordered to Zanes- 


ville to be district engineer of the district. This office, under 
the jurisdiction of the Ohio River division, will be in direct 
charge of the conservation program on the Muskingum Valley 
and of the navigation works on the Muskingum River. The 
PWA has allotted $22,590,000 for construction of fourteen reser- 
voirs in the Muskingum River Valley for flood control and 
water conservation. 


COASTWISE LAWS AND VIRGIN ISLANDS 


The Senate has passed S. 2835, a bill excluding the Virgin 
Islands from the coastwise laws so that foreign flag: ships may 
call at St. Thomas and operate in routes that otherwise would 
be barred to them. The islands have been excluded from the 
coastwise laws by executive order of the President. 


AMERICAN SHIPBUILDING 


American shipyards, March 1, were building or under con- 
tract to build for private shipowners 29 vessels aggregating 
42,770 gross tons, compared with 26 vessels aggregating 44,078 
gross tons on February 1, according to the Department of Com- 
merce, Eight of the vessels were seagoing steel ships of 1,000 
gross tons and over, including two tankers of 9,100 gross tons, 
each being built for the Standard-Vacuum Transportation Com- 
pany by the New York Shipbuilding Company at Camden, N. J. 


RIVER AND HARBOR BILL 


The House committee on rivers and harbors has favorably 
reported a river and harbor authorization bill approving water- 
way projects estimated to cost approximately $195,000,000. The 
committee approved the project for spending $27,000,000 on im- 
provement of the New York state canal system. Improvement 
and canalization of the Beaver and Mahoning Rivers, the esti- 
mated cost of which is $37,000,000, also was approved. Final 
action on the measure may not be taken at this session of Con- 
gress. Approval of the projects by the committee, however, 
puts them in a status so that PWA funds may be spent on them. 


PANAMA CANAL TRAFFIC 


In March 538 commercial vessels transited the Panama 
Canal, while the tolls thereon aggregated $2,281,485.72, accord- 
ing to the War Department. In March last year the transits were 
399 and the tolls, $1,718,908.41. 


EDMONDS BLOCKS BARGE BILL 

Objection by Representative Edmonds, of Pennsylvania, pre- 
vented consideration in the House, April 4, of S. 2347, the bill 
amending the inland waterways corporation act to extend its 
through route and joint rate provisions to cperations on the 
Columbia River and the Snake River in the Pacific northwest, 

Representative White, of Idaho, asking Mr. Edmonds to 
withdraw his objection, said the measure had the sanction of 
the Inland Waterways Corporation, and the approval of the War 
Department. 

“I renew my objection,” said Mr. Edmonds, “because I am 
opposed to any extension of the activities of the Inland Water- 
ways Corporation beyond what they are at the present time.” 


CHICAGO DRAINAGE CANAL 


Representative Sabath, of Illinois, in a joint resolution (H. 
J. Res. 308) has proposed that the federal government acquire 
the Chicago drainage canal as a part of the lakes-to-gulf water- 
way. 


WESTERN WATER CARRIER CODE 
The Trafic World Washington Bureau 


The question of whether or not the operations of the South- 
ern Pacific Golden Gate Ferries, Ltd., which largely carries 
occupied automobiles on San Francisco Bay, should come under 
the code of fair competition for the inland water carrier trade 
in the western division of the United States, Central and North- 
ern California District, was the only one about which there was 
much discussion at the hearing held on the code April 2 at 
the Willard Hotel before K. B. Fitzgerald, NRA assistant deputy 
administrator. 

J. R. Bell, speaking for the ferry company, said he did not 
think the company should come under the code because, first, it 
was not in competition with any member of the industry cov- 
ered by the code, and second, because its operations were 
wholly intrastate and were subject to regulation by the Cali- 
fornia commission. Mr. Fitzgerald expressed the hope that the 
ferry companies would come under the divisional inland water 
carrier codes. Opportunity was afforded Mr. Bell to submit a 
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brief on the question. He was urged to be represented at a 
hearing to be held in San Francisco, probably April 22, on 
the labor provisions of the code. 

A. Lane Cricher submitted the proposed code on behalf of 
the industry. Other than Mr. Bell, none appeared to protest 
the provisions of the code. 

At a hearing held April 3 before Mr. Fitzgerald, Mr. Cricher, 
representing the industry, submitted the proposed code of fair 
competition for the inland water carrier trade in the western 
division of the United States, Columbia River District. The 
hearing was in the nature of a conference between Mr. Cricher, 
on the one hand, and Mr. Fitzgerald and his NRA associates, 
on the other hand, as to phraseology. The hearings on the 
western water carrier codes will be followed by informal con- 
ferences at which the codes will be perfected for submission 
to Administrator Johnson. 


AIR-MARINE STUDY 


Senator Stephens, chairman of the Senate commerce com- 
mittee, has appointed the members of a subcommittee, which, 
under a resolution adopted by the Senate, will study the mer- 
chant marine and aeronautic services with a view to the preser- 
vation and promotion of commerce and trade of the United 
States. The members are Senators Clark, of Missouri; Cope- 
land, of New York; Murphy, of Iowa; Nye, of North Dakota; 
and White, of Maine. 


AIRPORT CONSTRUCTION 


Construction work is under way at 808 airports and landing 
fields which are being established or improved under the pro- 
gram undertaken last December by the Department of Com- 
merce and the Civil Works Administration. About 1,400 addi- 
tional proposed sites have been approved, and local adminis- 
trators have authority to proceed with them as rapidly as pos- 
sible. 

Although the Civil Works program is being brought to a 
conclusion, airport work will continue under the sponsorship of 
individual states as a part of the federal government’s decentral- 
ized work relief plan. 

About 60 per cent of the projects now under way are new 
fields, and many of those which are classed as improvements 
of existing airports apply to landing facilities which had been 
abandoned and were not suitable for use by airmen. The 808 now 
under construction include 391 at cities of 5,000 or more popula- 
tion, and 417 at communities of less than 5,000. 


AIR MAIL ACTION 


The Trafic World Washington Bureau 


In the revised air mail bill (S. 3170), favorably reported 
to the Senate by the committee on post offices and post roads, 
provision is made for any air mail operator who claims a prior 
contract for carrying the mails, to go into court and have his 
or its claim adjusted, according to the committee report sub- 
mitted by Chairman McKellar. 

“The bill provides,” said the report, “that the first contracts 
be awarded by the Postmaster General upon open bidding, as 
suggested by the President, the contracts to be for three years. 
At the end of the first contract period, the whole question of 
rates and the carrying of the mails on the routes will be put 
in the hands of the Interstate Commerce Commission, such 
rates to be fixed by the Commission on a basis of just com- 
pensation, without subsidy, and it is believed that this will be 
a long forward step in the just management and control of 
aviation rights and of the entire aviation business as applied to 
the carrying of the mails.” 

Air mail postage is fixed in the bill at 6 cents for each ounce 
or fraction thereof. 

The bill provides that the base rate of pay for carrying 
the mail by air shall in no case exceed 30 cents “per airplane 
mile for transporting a mail load not exceeding 300 pounds,” 
plus one-tenth of such base rate for each additional 100 pounds 
or fraction thereof, but in no case shall payment exceed 40 
cents “per airplane mile.” } 

The bill bars as bidders those who have “entered into any 
unlawful combination or conspiracy to prevent the making of 
any bid for carrying the mails by airplane.” This provision is 
intended to eliminate as bidders those carriers whose contracts 
were canceled by Postmaster General Farley. 

Air mail contract carriers, under the bill, may not pay a 
salary in excess of $17,500 per annum. 

Representative Wood, of Georgia, has introduced H. R. 8953, 
a bill to provide for the regulation of interstate transportation 
of passengers, mail and property by aircraft. Representative 
Kelly, of Pennsylvania, has introduced H. J. Res. 314 to pro- 
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vide for temporary carriage of air mail by the former air mail 
carriers. 

Postmaster General Farley has announced that the depart- 
ment is asking for bids for temporary air mail service over the 
following additional routes: 


Newark, N. J., via Buffalo, N. Y., Detroit, Mich., Ann Arbor, Mich., 
Jackson, Mich., Battle Creek, Mich., Kalamazoo, Mich., South Bend, 
Ind., to Chicago, Ill., approximately 800 miles. One round trip daily 
between Newark and Chicago and one round trip between Detroit and 
Chicago; day and night service required. 

‘argo, N. D., via Jamestown, N. D., Bismarck-Mandan, N. D., 
Dickinson, N. D., Glendive, Mont., Miles City, Mont., Billings, Mont., 
Butte, Mont., Missoula, Mont., Spokane, Wash., Wenatchee, Wash., 
to Seattle, Wash., approximately 1,285 miles. One round trip daily be- 
tween termini. 

Fort Worth, Tex., via Abilene, Big Spring and El Paso, Tex., 
Douglas, Tucson and Phoenix, Ariz., to Los Angeles, Calif., approxi- 
mately 1,325 miles. One round trip daily; night service will be re- 
quired. 

Detroit, Mich., via Pontiac, Mich., Lansing, Mich., Grand Rapids, 
Mich., Muskegon, Mich., to Milwaukee, Wis., approximately 265 miles. 
One round trip daily; day and part night service required. 

Chicago, Ill., via Peoria, Ill., Springfield, Ill., St. Louis, Memphis, 
Tenn., Jackson, Miss., to New Orleans., approximately 920 miles. 

Cheyenne, Wyo., via Denver, Colorado Springs, to Pueblo, Colo., 
approximately 201 miles. 


Chairman Mead, of the House committee on post office and 
post roads, has introduced H. R. 8960, a bill to revise the air 
mail laws. 

Charges that the specifications in the Post Office Depart- 
ment’s advertisements for air mail service favored American 
Airways, of which EB. L. Cord is chairman of the board, were 
denied by Harllee Branch, second assistant postmaster general. 
He said this company was in the same position as all of the 
other former contractors. He also said a charge that the speci- 
fications tended to the abandonment of air passenger service 
was equally unfounded, 


AIR EXPRESS GAINS 


Maintenance of service by commercial air lines enabled the 
air division of Railway Express Agency to continue to show 
sweeping air express traffic gains for February, according to a 
report made public by J. H. Butler, general manager. The num- 
ber of shipments handled over 13,502 miles of air lines scored 
an increase of 120 per cent over February, 1933. Incomplete 
reports from the nation-wide system for the first half of March 
indicate that even greater advances were made in that month, 
says the report. 

Spring fashion goods, air-expressed from style centers to 
all parts of the country in increasing quantity, are said to te 
accounting for a large proportion of the present gains. Analysis 
of February increases reveals that advertising materials, printed 
matter, motion picture and news film, shared with machine 
repair parts and valuable papers in supporting the heavy traffic 
gain over the air routes. 

Indicating that Railway Express is being used as a “feeder” 
system to the main transcontinental and trunk line air routes, 
the express organization states that a large proportion of air 
express shipments are handled either to or from oOff-air-line 
points in rail service. 

One unit of the air system of R. E. A., United Air Lines, 
reported an increase of more than 160 per cent in air express 
shipments for the month of February over the same month in 
the previous year. 

A nation-wide hook-up with Western Union telegraph offices 
as depositories of air and air-rail packages, and for special tele- 
graph messenger pick-up and delivery service, has been an- 
nounced by the air division of the Railway Express Agency, and 
United Air Lines, which flies air express for the Railway Express 
Agency out of Chicago, effective April 1. Under the arrange 
ment, packages will be received at various Western Union tele- 
graph offices. A telephone call will bring a telegraph messenger 
to provide a special] pick-up service, which will supplement that 
already provided by the Railway Express Agency. 

The new service, United Air Lines officials announce, will 
facilitate and expedite air and air-rail service. This expansion 
of air express delivery and pick-up service follows the recent 
rapid increase of air express. 

This service, also applying to rail express shipments, limits 
the weight of the packages to be picked up to 20 pounds and per- 
mits a valuation up to $250 a package. There is to be no extra 
charge for the messenger pick-up. Selected for location con- 
venient to shippers, telegraph offices in hundreds of cities and 
towns will provide a supplementary pick-up service. The new 
arrangement will in no way affect the regular pick-up and de- 
livery service of the express agency, which handles rail ship- 
ments regardless of weight or valuation, and air express limited 
only by plane capacity and single-shipment valuation of $5,000. 
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TRUCKING CODE ACTION 


HE National Code Authority for the Trucking Industry April 

3 announced the appointment of temporary members of 
code authorities for thirteen states and the city of New York. 
These are: Delaware, Florida, Kentucky, Louisiana, Massachu- 
setts, Montana, Nebraska, New Hampshire, New Jersey, New 
York City, South Dakota, Texas, Vermont, and Washington. 

“These appointments were made upon recommendations of 
associations in the respective states by the National Code Au- 
thority with the approval of the National Recovery Administra- 
tion,” said Ted V. Rodgers, president of American Trucking 
Associations, Inc. 


“These state code authorities cannot take any official ac- 
tion until by-laws covering their organization and functions are 
transmitted to them by the National Code Authority. 


“We are momentarily expecting approval of form for regis- 
tering members of the industry. As soon as it is approved, we 
shall place the order for printing the forms and copies should 
reach all registration offices a week thereafter. 


“Following is a list of the Code Authorities approved. Oth- 
ers which have been submitted to us and approved by the Na- 
tional Code Authority are awaiting action at the NRA. 


Delaware—Common carrier: John Burris, Milford, Del., Robt. J. 
McCormick, Third & Orange Sts., Wilmington, Del.; contract carrier: 
Arnold J. Stewart, 613 W. Sixth St., Wilmington, Del.; other for-hire: 
H. I. Truitt, Seaford, Del.; cartage: Bentley M. Jamison, 312 E. Third 
St., Wilmington, Del.; not-for-hire: Halstead P. Layton, Georgetown, 
Del. 

Florida—Common carrier: Sidney Allen, Tampa, Fla.; contract 
carrier: L. A. Rawlerson, Jacksonville, Fla.; cartage: W. J. Leonard, 
Miami, Fla.; not-for-hire: W. R. Lovett, Jacksonville, Fila. 

Kentucky—Common earrier: Clem S. Howard, Ashland, Ky.; 
cartage: Arthur Tabb, Louisville, Ky.; other-for-hire: W. L. Stodghill, 
308 Liberty St., Louisville, }  & & ‘contract: C. H. Gutermuth, 644 Bax- 
ter Ave., Louisville, Ky. 

Louisiana—Common carrier: Antoine Stagni, Thibodaux, La.; 
other-for-hire: W. S. Young, Shreveport, La.; cartage: Paul Maloney, 
Jr., New Orleans, La.; not-for-hire: J. J. Dee, New Orleans, La. 

Massachusetts—Common carrier: Allan J. Wilson, 135 High St., 
Boston; other-for-hire: Harold B. Church, 26 Reading St., Roxbury, 
Mass.; express: J. F. Curran, 13 Spruce St., Milford, Mass. ; dump 
truck: Frank Flannagan, 296 Park St., Roslindale, Mass.; cartage: 
Frank I. Hardy, 621 Industrial Bldg., Boston; not-for-hire: Robert 
Friend, 407 Main St., Melrose, Mass. 


Mentane—Commen carrier: William Egan, Butte, Mont., Robert 
Kirt, Missoula, Mont.; contract carrier: Owen Perry, Helena, Mont., 
Carl H. Suhr, Great Falls, Mont.; cartage: Kenneth Christie, Butte, 
Mont.; not-for-hire: George Jacoby, Helena, Mont. 


Nebraska—Contract & cartage: Ray Watson, Nebraska City; live 
stock hauler: Kile Martin, Pilger, Nebr.; all classes: Charles E. Hall, 
Omaha, Nebr.; not-for-hire: Harold LeMar, Omaha, Nebr. 

New Hampshire—Common carrier: Harold L. Barnard, Concord, 
N. H.; other-for-hire: William B. Hanson, Gilsum, N. H.; cartage: 
Albert J. Yeaton, Epsom, N. H.; not-for-hire: Richard Shelley, La- 
conia, N. H. 

New_Jersey—Not-for-hire: J. F. Winchester, Standard Oil Co. of 
N. J., Newark, N. J.; common carrier: H. R. Duffy, 435 High St., 
Paterson, N. J; not-for-hire: William Hildebrand, The Edison Co., 
Orange, N. J.; other for-hire: David Lassner, 421 Bond St., Elizabeth, 
N. J.; ecartage: James McArdle, 276 Warren St., Jersey City; contract: 
Robert Jackson, 309 Windsor Ave., Kearney, N. J. 

New York City—Contract carrier: Jos. F. Whelan, 623 W. 23rd St,; 
cartage & common: Hugh E. Sheridan, 471 11th Ave.; cartage: Jos. 
I. Frank, 414 E. 34th St.; heavy hauler: Lawrence Ge Rosa, 280 E. 
137th St.; not for-hire: Irving A. Hungerford, Borden’s Farm Prod- 
ucts Co.; common carier: George W. Daniels, 372 South Street. 

South Dakota—Live stock hauler: William Flamming, Tyndall, S. 
D.; long distance: J. L. Timmons, Winner, S. D.; intrastate: Harry 
— Dell Rapids, S. D.; furniture mover: Frank Marx, Watertown, 


Texas—Contract carrier: Harry E. Stewart, Houston, Texas; 
cartage: Harry Leonard, San Antonio, Tex.; common carrier: Joe 
Fadel, Fort Worth, Texas; commodity: L. T. Campbell, Longview Oil 
Field; not for-hire: Walter H. Beck, Austin, Texas; not for-hire: Les- 
lie Cookenboo, Houston, Texas. 

Vermont—Common carrier: S. B. Manning, White River Junction; 
not for-hire: J. L. Morton, Burlington; contract: M. Emerson, 
Barre, R. D. Parker, Rutland. 

Washington—Common carrier: C. S. Reynolds, Rust Bldg., Tacoma, 
Wash.; contract carrier: John Manlowe, Spokane, Wash.; cartage: 
Loyd Coder, 2607 2nd Ave., Seattle, Wash.; not for-hire: L. M. Latsch, 
Second & Pine Sts., Seattle, Wash. 


The National Recovery Administration has approved the 
regions as designated by the National Code Authority for the 
purpose of setting up regional code authorities in the adminis- 
tration of the Code of Fair Competition for the Trucking 
Industry. 

The Administration also approved the designation of state 
areas as being confined to state lines, with the exception that 
the incorporated city of New York shall constitute a separate 








area and the balance of the state of New York another area: and 
that the District of Columbia shall be considered a state area.” 

The regions designated and the state areas included in 
their boundaries are: 


No. 1—Maine, New Hampshire, Massachusetts, Connecticut, Rhode 
Island. No. 2—New York (Except N. Y. C.), New York City, New 
Jersey, Vermont. No, 3—Pennsylvania, Delaware, Dist. of Columbia, 
Maryland, West Virginia. No. 4—Virginia, North Carolina, South Caro- 
lina, Georgia, Florida. No. 5—Alabama, Kentucky, Tennessee, Missis- 
sippi. No. 6—Ohio, Indiana, Michigan, Illinois. No. 7—Oklahoma, 
Texas, Arkansas, Louisiana. No. 8—Iowa, Nebraska, “Missouri, Kan- 
sas. No. 9—North Dakota, South Dakota, Minnesota, Wisconsin. No. 
10—Colorado, Wyoming, New Mexico. No. 11—Montana, Idaho, Ore- 
gon, Washington, Utah. No. 12—Arizona, Nevada, California. 


Various transfer companies operating in the Kansas City 
area have applied to the NRA for exemption from the wage and 
hour provisions of the trucking code. A hearing on the appli- 
cations will be held April 23 at the Willard Hotel in Washington 
under Division Administrator Sol A. Rosenblatt. 


MOTOR CARRIER REGULATION 


Action by President Roosevelt to include federal regu- 
lation of motor carriers in the administration program of legisla- 
tion to be enacted at the present session of Congress is antici- 
pated by the motor carriers of the country, according to J. L. 
Keeshin, president of the National Highway Freight Associa- 
tion. A series of conferences for the purpose of pressing the 
subject to the immediate attention of Congress were being held 
in Washington this week with J. B. Eastman, Federal Coordina- 
tor of Transportation, and members of Congress who agree with 
his views as to the urgency of this legislation, said Mr. Keeshin. 
He and other leaders in the National Highway Freight Associa- 
tion have been called to Washington to attend these conferences. 

“Conditions in the motor carrier field are steadily becoming 
more disturbing,” said Mr. Keeshin, “and the wisdom of prompt 
establishment of a permanent federal policy is apparent to every- 
one who has studied the subject with an open mind. Established 
routes, service, and rates are subjected under present conditions 
to demoralizing influences and practices which threaten public 
interest, as well as the interest of motor carrier enterprises, It 
is becoming increasingly evident that the sound development of 
motor transport, in which the public is interested, cannot con- 
tinue satisfactorily until some of these conditions are corrected, 
and effective federal regulation is generally agreed upon as the 
most, and perhaps the only, practical measure of correction, 

“The organization for which I speak, naturally, is influenced 
in some degree by the special business interest of its member- 
ship, but we realize, too, that national policies must in the end 
be determined by public interest. The National Highway Freight 
Association has, therefore, chosen to work harmoniously with 
the legislative program of representatives of the administration 
at Washington and others who are primarily concerned with the 
public interest. 

“Motor carriage has proved itself as‘a public service agency, 
as is evidenced by the finding of the Federal Coordinator of 
Transportation in his recent report that truck traffic, in terms of 
tons originated, is now 44 per cent as great as rail traffic. It 
has passed the experimental stage. We no longer meet the 
unknown and uncertain conditions that faced motor carriers in 
the pioneer stages of development. Instead, experience has 
demonstrated that the stability of motor carrier service will be 
secured to the public only in the degree that protection is af- 
forded against practices that are uneconomic and have been 
proven destructive and demoralizing. 

“As Coordinator Eastman has well said, some phases of 
development in the motor transport field have been in the direc- 
tion of ‘racketeering’ rather than of legitimate business growth, 
and both public and legitimate business interest demand legis- 
lative curb of such selfish interests as might seek to delay 
effective action to serve their own purposes. Improved service > 
to the public, lower costs, greater dependability and stability, 
with continuing development of motor transport in the field in 
which it can serve economically, is certain to result through 
prompt establishment of a federal policy corrective of the 
chaotic and demoralizing conditions legitimate trucking enter- 
prises now face. 

“Delay in determining such a policy will serve no construc- 
tive purpose, and prompt correction of conditions that are now 
demoralizing to legitimate interests will prove beneficial im- 






PAGE 654 


mediately. For these reasons the National Highway Freight 
Association is not in sympathy with suggestions that partial 
regulation will be secured through NRA codes to which the 
trucking industry is committed and that other regulation should 
be postponed awaiting experience under the code. Our experi- 
ence has already proved that code requirements are not suffi- 
ciently comprehensive for correction of the evils and dangers 
in present conditions. 

“Beyond that, code regulation would be but temporary be- 
cause of the emergency limitations in the national recovery act. 
Establishment of a permanent policy is essential. The code, too, 
is framed primarily to meet many conditions with little relation 
to common carrier functions, and, therefore, will not go far enough 
to meet public needs, or the needs of legitimate common carriers 
by highway. 

“The public has a right to require certain things of common 
carriers in the way of stability, dependability, safety and rates, 
and in return for this requirement these carriers are entitled to 
a degree of protection against scalping practices that interfere 
with solid development of motor transport, and threaten the 
success of common carrier enterprises. Coordinator Eastman 
has stated in his report that his survey of sentiment the country 
over developed the fact that it is 92 per cent in favor of federal 
regulation of motor carriers at this time, The National Highway 
Freight Association is proceeding in accord with this sentiment 
and it is our purpose to cooperate in every way practicable with 
the efforts of the national administration to make the recom- 
mendations of the coordinator, prepared after exhaustive investi- 
gation and careful study, effective at the earliest possible time.” 

Roy F. Britton, director of the National Highway Users Con- 
ference, Washington, D. C., is circulating a statement “prepared 
by R. C. Fulbright, chairman of the legislative committee of the 
National Industrial Traffic League, in which Mr. Fulbright criti- 
cizes Coordinator Eastman’s report find the bill proposed by 
him” for the regulation of motor carriers, S. 3171, introduced by 
Senator Dill (see Traffic World, March 17, p. 499). 

“Consideration of this legislation,” says Mr. Britton in a 
bulletin, “would have a decidedly adverse effect upon the truck- 
ing code and we would suggest that you ask the President and 
your senators not to consider this legislation at the present ses- 
sion of Congress in order that a full opportunity can be given 
the truck code to function and demonstrate its effectiveness.” 

After Coordinator Eastman had issued his report and pro- 
posed bills relating to highway and waterway regulation, Mr. 
Fulbright issued a statement opposing the proposals (see Traffic 
World, March 17, p. 506). 

“These bills,” says Mr. Fulbright, “would in some respects 
give much more complete and stringent regulatory power over 
highway and water carriers than the Commission now has over 
railroads. The Commission would have the power of life or 
death over all contract and common carriers by highway or by 
water in that it could refuse them permission to operate, can 
restrict the character of their operations, can determine the 
nature and character of all services they perform and may fix 
minimum charges for all services without any restriction upon 
its power to fix such minimum charges except that they shall 
be, in the opinion of the Commission, ‘reasonable and nondis- 
criminatory.’ ” 

The basic theory of the Eastman report, says Mr. Fulbright, 
is that “at the bottom of the troubles lies too much and uncon- 
trolled competition,” and that in order to prevent one set of 
carriers from engaging in destructive competition with another 
set of carriers the Commission should have full authority to 
determine the services and to fix the rates and charges, so that 
none may unjustly discriminate against others. He also criticizes 
the scheme of administration proposed because he says the bills 
“follow the traditional concept of court proceedings”—that is, 
that hearings must be held and the general procedure followed 

which is followed by the Commission in handling investigations 
and formal complaints with- respect to railroad rates. In this 
connection Mr. Fulbright says the average small operator could 
ill afford to “make the contest.” 


GRADE CROSSING ACCIDENTS 


For the fourth consecutive year there was a reduction in 
1933 in the number of casualties resulting from accidents at 
railroad-highway grade crossings, with the result that fewer per- 
‘sons lost their lives in such accidents in the last calendar year 
than in any similar period since 1916, according to a report of 
the safety section of the American Railway Association. 

Complete reports for 1933 show that 1,511 persons lost 
their lives in railroad-highway grade crossing accidents. For 
the fiscal year ended on June 30, 1916, upon which basis these 
statistics were formerly compiled, there were 1,396 such fatal- 
ities. 

The total number of fatalities in 1933 was a reduction of 
14 compared with the number in 1932, while persons injured 
in such accidents in 1933 totaled 3,697, a reduction of 292 com- 
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Pared with the preceding year. In 1933, there were 3,235 acci- 
dents at railway-highway grade crossings compared with 3,499 
in 1933, or a reduction of 264. 

“While a number of factors have entered into this situation, 
the reduction that has taken place in recent years in the number 
of railroad-highway grade crossing accidents has been to a 
considerable extent due to the vigorous campaigns which the 
railroads and various safety. organizations have conducted to 
impress upon the public the necessity for exercising the maxi- 
mum amount of caution in approaching and passing over such 
crossings,” said the American Railway Association. 


COMMUNICATIONS LEGISLATION 


The House committee on interstate and foreign commerce 
will begin hearings April 10 on H. R. 8301, the communications 
regulation bill. 

Chairman Dill, of the Senate interstate commerce commit- 
tee, has introduced S. 3285 as a substitute for S. 2910, the com- 
munications bill on which hearings were held recently by the 
committee. The new bill, according to the chairman, is the 
result of labors of the committee’s subcommittee composed of 
Senators Dill, Thompson, Hatch, White and Hatfield, and at- 
torneys of the Interstate Commerce Commission, the Radio Com- 
mission and the Department of State. In explaining provisions 
of the substitute bill, Chairman Dill said: 


Many of the changes made in the bill are technical and the new 
bill has been introduced to avoid the necessity of detailed amendments 
for each one of these small changes. In addition, several important 
changes have been made. F 

The definition of “interstate communications” has been altered so 
as to permit intrastate regulation of carriers where the line passes in- 
cidentally through another state. 

The definition of ‘“‘parent’’ and ‘‘affiliated person’? have been elimi- 
nated because of the controversies as to any definition of control. 
Instead, where it is intended to reach parents, subsidiaries and af- 
filiated corporations, this bill uses the language ‘“‘persons directly or 
indirectly controlling, or controlled by, or under direct or indirect 
common control with any such carriers.’’ This will enable the Com- 
mission to determine the existence of such control. 

The Commission is reduced from seven to five members, appointed 
for six-year terms. This necessitates two divisions, one for radio and 
the other for telephone and telegraph, instead of the three divisions 
originally intended to be created. 

The section dealing with contracts between carriers and subsi- 
diaries and affiliates has been modified so that the Commission is re- 
quired to investigate all of these contracts and recommend to Congress 
whether or not the Commission should be given power to modify or 
declare void such contracts if not in the public interest. 

Likewise the Commission is directed to investigate and report on 
the desirability of permitting the states to set up independent ac- 
counting and depreciation systems; and also the desirability of having 
Congress allocate by law fixed percentages of radio facilities for edu- 
cational, charitable, religious, labor and other non-profit organizations. 

, Several questions of policy are yet to be decided by the full com- 
mittee. 

This bill contains a new appeal section which provides for review 
in three-judge United States District Courts of orders of the Com- 
mission which revoke, modify or suspend radio station license. Re- 
fusals to grant applications for new stations or renewal of licenses, 
may be appealed to the Court of Appeals in the District of Columbia. 

The statute of limitation for reparation order has been shortened 
to one year in accordance with the recommendations of the Interstate 


Commerce Commission. 
The power of the President to take over communications systems 
has been limited to war or threat of war. 


PROPOSED TELEGRAPH CODE 


The Trafic World Washington Bureau 


Hearings were held this week on the question of a code 
for the telegraph communication industry. The Postal Tele- 
graph and Cable Corporation presented the draft of a code 
covering competition, wages and hours of labor. The Western 
Union Telegraph Co., through its president, R. B. White, said 
that it would not apply for a code. Mr. White said the company 
had reached the conclusion that there were no advantages 
which it could properly seek under a code dealing with com- 
petitive practices and that there was no provision in the law 
for a voluntary application by an industry for any other sort 
of code. The law, he said, compelled competition between the 
two companies, and that they were regulated now. 

Howard L. Kern, counsel for the Postal, said his company 
was supporting the NRA in its effort to establish a code of 
fair practices for the industry. He pointed to trade practices 
which he said had grown up in the industry as affecting ad- 
versely and injuriously the interests of the public, of the com- 
panies themselves and of their employes. Elimination of these 
abuses, Mr. Kern said, would make it possible to reduce hours 
of labor from 48 to 40 hours a week and result in increased 
employment in the whole industry by from 4,000 to 5,000 work- 
ers. Any reduction in hours or increases in wages, he said, 
could not be made effective unless the industry was relieved, 
through a code, of some of the excessive financial waste, due, 
as he said, to unsound and discriminatory competition between 
the companies. 

Telegraph messengers in New York asked for a minimum 
of $15 for a 40-hour week and two weeks’ vacation with pay. 
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SOUTHERN PASSENGER FARES 
The Trafic World Washington Bureau 


Proposals looking to the stabilization of the competition be- 
tween the railroads and the motor busses on the basis of two- 
cents-a-mile fares on one way trips and 1.8 cents on round trips 
on the railroads, together with elimination of special railroad 
excursions and the maintenance of stable comparable rates by 
the busses are under consideration by the railroads of southern 
territory. Amendments to the motor bus industry code would 
be needed to provide foundation for the proposed stabilization 
on the part of the motor bus industry. 

An announcement by the NRA treated the proposals as an 
accomplished agreement between the competing passenger 
agencies. The proposals looking toward peace between the two 
agencies of transportation were formulated at a series of con- 
ferences in New Orleans under the supervision of Division Ad- 
ministrator Sol A, Rosenberg, by Deputy Administrator E. E. 
Barnes. 

At the general offices of the Southern Railway in Wash- 
ington, however, it was authoritatively asserted that not only 
had the Southern not agreed to any such stabilization but that, 
on the contrary, in a short time it expected to apply to the 
Commission for permission to continue, beyond May 31, the ex- 
perimental passenger fares inaugurated last fall for a six 
months’ period. The Southern’s basic coach fare, the one that is 
most competitive with the busses, is 1.5 cents a mile. 

As unofficial observers W. V. Hardie, director of the Com- 
mission’s bureau of traffic, and J. R. Turney, director of the 
section of transportation service of Coordinator Eastman’s or- 
ganization, attended the conferences which were held in the 
last week of March. 

Railroad participants in the conferences regarded them as a 
continuation of the efforts made by the bus industry last fall 
when it asked the Commission to suspend fares proposed by 
them for an experimental period of six months with a view to 
regaining some of the traffic they had lost to the busses and 
the private automobile. The Commission refused to suspend 
either the 2-cent-a-mile proposal of the Atlantic Coast Line and 
those who agreed with it or the 1.5-cent-proposal of the Southern. 
After the Southern’s fares went into force some other railroads 
adopted that basis while some of the two-cents-a-mile carriers 
met competition at certain points. 

Bus operators who, just at that time, were agreeing upon 
a code to govern them, asserted that the low fares proposed 
would result in unfair competition by the railroads and tend to 
retard the recovery efforts of the administration. They also ap- 
pealed to Administrator Johnson and sent petitions to the White 
House in their effort to prevent the making of fares the railroads 
thought they needed to enable them to regain business. The 
Commission, however, refused to suspend the experimental fares. 

The Commission, up to this time, has not been drawn into 
the matter. The question whether the southern railroads should 
be required to come up to a two-cents-a-mile one-way basis will 
come before the Commission when some railroad makes a move 
to continue present fares, particularly the Southern when it 
comes with its tariffs either on statutory notice of thirty days 
or an application for filing on less time than that tariffs con- 
tinuing the 1.5-cent basis for another experimental period. If 
that carrier proceeds upon statutory notice its tariffs will have 
to be at the Commission on May 1. The question may also be 
raised by a fourth section application. 

According to the announcement by the NRA negotiations 
leading to the “agreement” were begun by Mr. Rosenblatt last 
January, in the course of which he conferred with Coordinator 
Eastman and executives of affected railroads. The NRA an- 
houncement concerning the so-called agreement follows: 


Hailed as one of the most significant steps in recent transporta- 
tion history, details of an agreement between southern motor bus 
lines and railroads on rates and other competitive practices were 
made public by National Recovery Administrator Hugh S. Johnson. 

In submitting the agreement, which was reached at New Orleans 
last week, to General Johnson, Division Administrator Sol A. Rosen- 
blatt in charge of transportation codes, pointed out that it undoubtedly 
embodies a basis for settlement of rate wars between railroads and 
other transportation facilities throughout the country. 

Subject to Interstate Commerce Commission approval of the rail- 
road’s participation and to modification of the NRA Motor Bus In- 
dustry Code, the agreement will become effective on or before June 
1 for a six months’ period. 

Under the agreement motor bus lines operating in the territory 
east of the Mississippi and south of the Ohio Rivers not only bind 
themselves to the maintenance of minimum rates but to the abolish- 
ment of party or charter rates and of free passes. 

Within the same territory the railroads will maintain passenger 
fares of not less than 2 cents a mile for one way tickets or 1.8 cents 
a mile for round trips—thus abolishing excursion rates. 

The territory affected is that ‘‘east of the Mississippi River, south 
of the Ohio River and south of the main line of the Norfolk & West- 
tern Railway, Norfolk to Bristol, Tenn., but including the R. F. & P. 
Railroad and lines of the Southern Railway, Atlantic Coast Line Rail- 
road and Seaboard Air Line Railway lying north of the Norfolk & 
Western Railway main line, but excluding lines of the Virginian Rail- 
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way and of the Chesapeake and Ohio Railway and the Norfolk & 
Western Railway lines, north of and including its Norfolk-Bristol 
main line.”’ 

In that territory the agreement will fix motor bus rates for hauls 
of less than 175 miles at “the comparable or competitive rail fares 
applicable between the same points.’’ On longer trips the bus rates 
will be fixed as follows: 

“For hauls of from 176 to 299 miles, the minimum motor bus fares 
may be 85 per cent of said railway fare. 

“For hauls between 300 and 499 miles, the minimum motor bus 
fare may be 80 per cent of said railway fare. 

“For hauls between 500 miles and over, the minimum motor bus 
fare may be 75 per cent of said railway fare.’’ 

The agreement will also permit motor bus operators to charge 
round trip fares not less than 180 per cent of the one way fares and, 
in cases where the highway mileage between points is 80 per cent or 
less of the competitive rail mileage, to charge the railway base rate 
per mile for the actual highway mileage covered. 

It is also provided that “in cases of ifiter-territorial hauls to and 
from the above described territory, the combination of local or basing 
fares tendered by lines beyond the above described territory may be 
observed by such motor bus operators or railroads as maxima” and 
that motor bus operators “shall be free to meet the fares of motor 
bus or rail carriers operating routes wholly or in part outside of the 
above described territory.” 

The agreement authorizes the creation of a joint committee, com- 
posed of three representatives of bus operators and three representa- 
tives of the railroads which is to have authority by a majority vote to 
modify the agreement as and if necessary. 


WESTERN PASSENGER FARES 


The question of continuing reduced passenger fares in the 
western district beyond the six months’ experimental period for 
which they were originally adopted was considered at a meet- 
ing of the Western Association of Railway Executives, in Chi- 
cago, April 6. The reduced fares took effect December 1 and 
will expire May 31, unless action is taken to continue them or 
for some modification of their continuance. It has already been 
decided that the surcharge for travel in sleeping and parlor 
cars will not be restored in the territory for at least the bal- 
ance of the year. The old basic rate of 3.6 cents a mile was 
replaced, December 1, by a series of graded rates for different 
classes of service. A 3-cent rate was named for one-way service 
in first class equipment, a 2-cent rate for coach service, and a 
2-cent rate for round-trip tickets, in sleepers and parlor ‘cars, 
with a limit of ten days in which the return must be made. A 
rate of 2% cents a mile was provided for round-trip, first class 
tickets without the ten-day limit. Effective January 2, a round- 
= _ of 1.8 cents a mile for coach service was placed in 
effect. 


NATIONAL COMMODITY FORECAST 


Freight car loadings the second quarter of 1934 will be 
about 10.7 per cent above actual loadings in the same quarter 
in 1933, according to estimates compiled by the thirteen Ship- 
pers’ Regional Advisory Boards. 

On the basis of these estimates, freight car loadings of 
the 29 principal commodities will be 4,367,725 cars in the second 
quarter of 1934, compared with 3,945,568 actual loading 
for the same commodities in the corresponding period last year. 

Each one of the thirteen Shippers’ Regional Advisory 
Boards estimates an increase in the loadings for the second 
quarter of 1934, compared with the same period in 1933. 

The tabulation below shows the total loading for each 
district for the second quarter of 1933, the estimated loadings 
for the second quarter of 1934, and the percentage of increase 
or decrease: 





Actual Estimated 
Loadings Loadings Per Cent 
Shippers’ Advisory Board 1933 1934 Increase 
CO ea ee 523,495 570,002 8.9 
Atlantic States 426,335 474,306 11.3 
Central West 144,002 152,924 6.2 
Great Lakes 237,774 303,121 27.5 
Mid-West ......... 551,369 577,689 4.8 
New England ..... 93,679 101,041 7.9 
EE Goce waswseeeu 200,531 212,027 5.7 
i A, wbswubakeco ha enee 454,381 550,041 21.1 
SS a ee er ree 151,147 169,937 12.4 
Pacific Northwest ....... 114,868 133,700 16.4 
Per 448,499 500,876 11.7 
NEI hin0c cee sbascdscn 332,411 347,354 4.5 
Trans-Missouri-Kansas ...... 267,077 274,707 2.9 
3,945,568 4,367,725 10.7 


Of the 29 commodities covered in the forecast, it is esti- 
mated that 24 will show an increase. They are: Flour, meal 
and other mill products; cotton; cottonseed and products except 
oil; potatoes; other fresh vegetables; poultry and dairy prod- 
ucts; coal and coke; ore and concentrates; gravel, sand and 
stone; salt; lumber and forest products; petroleum and petro- 
leum products; sugar, syrup and molasses; iron and steel; ma- 
chinery and boilers; cement; brick and clay products; lime and 
plaster; agricultural implements and vehicles other than auto- 
mobiles; automobiles, trucks and parts; fertilizers of all kinds; 
paper, paperboard and prepared roofing; chemicals and explo- 
sives; canned goods, including all canned food products. 
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The five commodities for which reductions are estimated 
are: All grain; hay, straw and alfalfa; citrus fruits; other fresh 
fruits; and live stock. 

Of the commodities for which increases are estimated in 
the second quarter compared with the same period last year, 
those showing the largest percentage increases are: Automobiles, 
trucks: and parts, 91 per cent; agricultural implements and 
vehicles other than automobiles, 79.2 per cent; ore and concen- 
trates, 44.8 per cent; brick and clay products, 27.3 per cent; 
cement, 20 per cent; lumber and lumber products, 17.7 per cent; 
iron and steel, 15.5 per cent; lime and plaster, 15 per cent; 
gravel, sand and stone, 14.4 per cent; and coal and coke, 13 
per cent. 

The estimated carloadings for the second quarter of 1934 
together with actual carloadings for the same period in 1933 
and the percentage of increase or decrease for each of the 29 
commodities included in the forecast of the Shippers’ Advisory 
Boards follows: 








Actual Estimated Estimated 
Carloadings Carloadings Per Cent 
Commodity 1933 934 Increase 
ge Te ere eT 263,245 205,263 22.0* 
Flour, meal and other mill products 192,891 198,742 3.0 
BiGy, STRAW ONE AIAIER. ....0:06.060000: 7,331 26,591 me 
SN ocqbcb nets CeRnuia trate camndews 34,735 35,986 3.6 
Cotton seed and products, except oil 11,943 13,586 13.8 
ee er rer 33,9 23,650 30.3* 
Sy SEE SPUEOD: 6.0:0.6:0:000-0.0 b0aaasiet 41,836 .6* 
I Se Gia aad anak give @ asa 84:10 6:8 Maden 59,452 2.7 
Other fresh vegetables ............ 77,902 13.4 
eee rr rT eee 189,674 3.0* 
Poultry and dairy products .. 38,368 9 
SO NE EE Scnpc ccc occdetet nese 1,385,545 13.0 
OPG GUE CONCONIFALCE ...ccscccccses 152,123 44.8 
GFAV6l, GANG GNA StONE 2.060.050.2000 255,540 14.4 
EE ES ES ee ee ee 26,593 4.2 
Lumber and forest products . 339,508 17:7 
Petroleum and petroleum products . 456,495 480,023 5.2 
Sugar, syrup and molasses ......... 5,600 36,925 3.7 
Te ee eer rc re cree 189,989 219,375 15.5 
Machinery and boilers ............ 15,578 18,571 19.2 
I oe adie, Sling mad Oe e800 Wie Kee 82,237 98,717 20.0 
Brick and clay products ........... 35,892 45,704 27.3 
DAITHO ANG PISCE oc cccccsvcvcesccce 24,110 27,718 15.0 
Agricultural implements and _ ve- 
hicles, other than.automobiles.. 5,080 9,103 79.2 
Automobiles, trucks and parts .... 84,648 161,701 91.U 
POPGIIEOTS, Gi MINES occ cccvsssces 63,826 72,808 14.1 
Paper, paper board and prepared 
SEE - wivclnc egg isco 1:6-era'e dee eae 67,255 72,934 8.4 
Chemicals and explosives ..........- 14,941 16,594 ce | 
Canned goods—all canned food 
products (Including catsup, 
jams, jellies, olives, pickles, pre- 
OG: ERED 50-06 S nec en.diecwareeds 35,288 37,193 5.4 
OEE, de dicadiatwk Cea ienasne- cn 3,945,568 4,367,725 10.7 
*Decrease 


ATLANTIC STATES BOARD 


There will be approximately 475,000 carloads of freight 
moved by the railroads serving Eastern Trunk Line Territory 
in the next three months, according to estimates embodied in 
more than a score of commodity committee reports submitted 
at the quarterly meeting of the Atlantic States Shippers’ Ad- 
visory Board, held in Baltimore, April 5. Actual estimated fig- 
ures for the several commodities were 474,306 carloads, which 
compares more than favorably with actual shipments made in 
the corresponding period of last year, when 426,335 carloads 
were handled by the carriers. 

Practically all commodities, with the exception of fresh 
fruits, other than citrus fruits, and potatoes will move in greater 
volume throughout the current quarter than they did in the 
same period of 1933, according to the estimates. Shipments of 
fresh fruits are expected to be 10 per cent below those of last 
year, while for potatoes it is estimated that there will be a 
decline of 5 per cent. 


The greatest increases in tonnages will be in automobiles, 
trucks, and parts, which will be 33.7 per cent above last year, 
if the reports are borne out. Iron and steel shipments will 
show an increase of 30 per cent, according to the reports, while 
bulk commodities such as brick and clay products, sand, gravel 
and stone, cement, lime and plaster and kindred lines will 
move in considerably heavier volume. Chemicals and explosives, 
fertilizers, machinery and boilers, coal and coke, ore and con- 
centrates, petroleum and petroleum products, etc., will likewise 
show increases over last year’s shipments. 

Grain, flour and mill products, hay, straw and alfalfa, poul- 
try and dairy products, paper products including prepared roof- 
ing, and canned foods will not show any material change from 
last year’s tonnage, it is thought. 

The meeting, which was the first held in Baltimore in a 
number of years, brought together approximately four hundred 
representative railroad and industrial traffic men from through- 
out the eastern section of the country. C. R. MacCarey, of 
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Philadelphia, general chairman of the board, presided. Among 
the speakers were G. P. Bagby, president of the Western Mary- 
land Railway, who addressed the meeting on “The New Railroad 
Deal;” W. C. Kendall, of the American Railway Association, 
Washington, D. C., who spoke on general transportation condi- 
tions; E. S. Gubernator, of Allentown, Pa., in the cement in- 
dustry, who discussed the long and short haul provisions of the 
interstate commerce act, as well as several others. 

There were several important committee reports that came in 
for discussion, among them Coordinator Eastman’s report rec- 
ommending that the power of the Commission be extended to 
include waterway and highway transportation and having to do 
with competitive waste in transportation. There was a large 
exhibit on improved methods of packing which attracted in- 
terest on the part of the shippers and receivers of freight as 
well as the representatives of the railroads. 


COST OF VALUATION WORK 


Up to the first of this year the government had spent $46,- 
191,560 for railroad valuation work while the railroads had spent 
$148,765,196, a total of $194,956,756, according to a review of 
railroad valuation prepared by Bowman H. Moore, secretary of 
the Presidents’ Conference Committee, which represents the 
railroads in valuation activities. 

Due to the revision of the valuation act in the emergency 
railroad transportation act, relieving the Commission of the 
duty of keeping valuations current, the cost of the «work will 
not be as great as heretofore. In the six months ended with 
December, 1933, the government expense was approximately 
$480,000, and that of the railroads, $1,235,000. In the year ended 
June 30, 1931, the government spent $3,246,694, and the rail- 
roads, $9,153,940. 


EQUIPMENT ON ORDER 


Class I railroads of the United States on March 1 had 5,019 
new freight cars on order, according to reports received by the 
car service division of the American Railway Association. On 
the same day last year, 1,974 new freight cars were on order 
and on the same date two years ago, there were 3,214 on order. 

The railroads on March 1 this year also had 21 new steam 
locomotives on order and 90 electric locomotives, New steam 
locomotives on order on March 1, 1933, totaled three and on the 
same date in 1932, there were 36 on order. No figures are 
available to show the number of new electric locomotives on 
order in previous years. 

In the first two months of 1934, the railroads installed 23 
new freight cars, all of which were box cars. In the same period 
last year, 476 new cars were placed in service and for the same 
period two years ago, the total number installed was 870. 

While no new steam locomotives were placed in service .in 
the first two months of 1934, reports showed that four new elec- 
tric locomotives were installed. The railroads in the first two 
months of 1933 did not install any new steam locomotives, but 
there were three installed in the corresponding period in 1932. 
Freight cars or locomotives leased or otherwise acquired are not 
included in the above figures. 


TELEPHONE COMPANY EARNINGS 


In January, one hundred and two telephone companies, each 
having annual operating revenues in excess of $250,000, had an 
aggregate net operating income of $16,714,385, an increase of 
$2,690,561, or 19.2 per cent, as compared with the income for 
January, 1933, according to compilations made by the Bureau of 
Statistics of the Commission from company reports. At the end 
of January the number of company stations in service was 14,- 
483,197, a decrease of 542,007, or 3.6 per cent, compared with 
the number at the end of January, 1933. 


GOVERNMENT OWNERSHIP 


Editor The Traffic World: 

Have read various letters in your columns in regard to gov- 
ernment ownership. Am inclined to think that some of the 
writers are not familiar with what happened in the past. How 
some of us old-timers would love (?) to have government opera- 
tion return! 

Desire to quote just one example: Requested tracing of a 
car during the period of railroad administration; received reply 
that the government was operating the railroads and that we 
would not expect the government to trace a letter; replied that 
if the letter was as big as a freight car and handled separately 
with the same identification marks as shown on a railroad car, 
we certainly would expect them to trace. The car in question 
was three months in transit from Chicago to Philadelphia. 

Good old government operation days! 

Kalamazoo, Mich., April 5, 1934. James F. Dougherty. 





N thi 
natu: 
atate 
his opin’ 

nspor 
= e wil 

ire t 
” The 
legal oF 
situatio 
more “ 

is co 
- No 


from n 















« se oe aoe Oe ee Ce 



























oO. 14 


nong 
fary- 
Toad 
tion, 
ondi- 
> ims 
the 


'e in 
rec- 
| to 

do 
rge 


as 


April 7, 1934 





Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in gnswer to any simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide knowl- 
edge will answer questions a practical traffic problems. We do not 
desire to take the place of the traffic man but to hel his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may oy ome to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought preger for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Departmen, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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State vs. Interstate Rates—Origin and Destination in Same State 
But Shipment Moving Out of State While in Transit 


Arkansas.—Question: Your opinion on the following matter 
will be appreciated: 

A shipment of fish, in barrels, moved by express from Gil- 
lett, Ark., to Fort Smith, Ark. Charges were assessed on the 
intrastate commodity rate carried in Railway Express Agency 
Local Tariff No. 103-D, R. S. Wheeler’s I. C. C. No. 900, although 
the shipment appears to have actually moved via the Missouri 
Pacific over an interstate route through Greenwood Junction, 
Okla., and therefore the lower interstate commodity rate is 
applicable via this route, as per Commodity Tariff No. 19-E, 
R. S. Wheeler’s I. C. C. No. 711. 


The express company refuses to protect the lower inter- 
state rate, notwithstanding the provisions on page 2, of Agent 
Wheeler’s I. C. C. No. 900, governing routing. We contend that 
the lower interstate rate is applicable, particularly in view of 
the fact that the shipment actually moved via the interstate 
route. 


Answer: In our opinion the interstate tariff is applicable to 
the shipment in question. Agent Wheeler’s I. C. C. 900 pro- 
vides that “rates named in this tariff apply on intrastate traffic 
only,” and it shows that, aside from Texarkana, Ark.-Tex., it 
contains only rates between points in Arkansas. Our view is 
that this tariff applies only on traffic moving wholly within the 
State of Arkansas, except as to the interstate application to and 
from Texarkana, Texas. However, if the carriers contend that 
even though the shipment moved partly through Oklahoma while 
in transit, their I. C. C. 900 is applicable, their attention should 
be directed to the title page note which provides: 


Rates shown herein may be used only when no specific commodity 
rates have been provided. 


We can see no basis for the view that this tariff takes 
precedence over Tariff I. C. C. 711, via interstate routes. That 
this is an interstate route is shown in Lathrop Lumber Co. vs. 
A. G. S., 27 I. C. C. 250; Wright & Wilmer vs. C. T. H. & S. E., 
93 I. C. C. 183; Omaha Chamber of Commerce vs. C. & N. W.,, 
167 I. C. C, 417; Benj. Clayton vs. Pac. Elec., 168 I. C. C. 375; 
and Coltexo Corporation vs. A. T. & S. F., 168 I. C. C. 597. In 
the Omaha Chamber of Commerce case cited above, the Com- 
mission said: 


Less-than-carload shipments from Davenport, Iowa, to certain 
destinations in Iowa on the Chicago, Rock Island & Pacific are trans- 
ported by that carrier to Rock Island, Ill., where they are transferred 
to trains for movement to destination. The Iowa intrastate ratings 
and rates are charged on these shipments. The movement is inter- 
state and the interstate rates are applicable. 


In the Benj. Clayton case cited, the shipments originated 
at Colorado, a local station in California, and were consigned to 
Los Angeles, California, but of necessity the carriers moved 
them through Yuma, Arizona. The Commission said: 


Colorado is west of the Arizona-California state line and Yuma 
is one mile east thereof. Ostensibly, the movement from Colorado 
is intrastate, but it appears that the carriers * * * move complainant’s 
shipments from Colorado to Yuma by switch engine and there place 
them in trains for their respective destinations. Defendants contend 
that this movement is not interstate, but this contention is unsound. 
Shipments from Colorado, California moving through Yuma to Cali- 
fornia destinations were clearly interstate. 


It held the interstate rates applicable. 
Tariff Interpretation—General Commodity Descriptions 


Louisiana.—Question: We made several shipments of field 
peas in mixed cars with grain and grain products, using the 
interstate transit billing on the grain and grain products and 
applying the flat carload rate on the field peas. The shipments 
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moved from Shreveport to local points on the Texas & Pacific 
Railway in Louisiana. The peas were to be used for a specific 
purpose, i. e., as seed. The peas were sold on the carload rate 
basis, and, after the shipments moved to their destinations, we 
were advised that the carload rate was not applicable and were 
asked to pay the less than carload rate, resulting in a difference 
of about $50.00. We used as our authority T. & P. Tariff Rate 
Ruling No. 121-F, Item 200, and Louisiana Lines’ Tariff No. 2, 
Item 960, Note C. Item 320, of the T. & P. Tariff Rate Ruling 
No. 121-F, provides for the mixture of transit and non-transit 
commodities. 

Our contention is that the indefinite reference to Seeds in 
Item 200, referred to above, will cover any commodity so long 
as it is used solely for that purpose. 

We will appreciate your interpretation. 

Answer:—Inasmuch as the contentions of the carrier are 
not advanced nor the grounds on which it bases its claim that 
the less carload rate is applicable to the peas, we will have to 
assume facts which may or may not constitute the point in 
issue. We have verified the tariff items quoted and find that 
T. & P. Tariff Rate Ruling No. 121-F, I. C. C. 3711, authorizes 
transit at Shreveport on grain and grain products, and that Item 
200 thereof states that both grain and seeds are entitled to 
transit privileges; also that Item 320 authorizes the mixing of 
transit and non-transit_ articles, the non-transit to be charged 
at the flat carload rate from transit point to destination. We 
also note that Agent Cummin’s Tariff No. 2, I. C. C. 235, pub- 
lishes commodity rates in Item 960, and in Note C thereof lists 
various seeds, and also separately lists “Peas, Field, Dried.” 
From the information given we do not see any connection be- 
tween Item 200 of the transit tariff, in so far as it refers to 
“seeds,” and the charges applicable to the shipment, for Item 
200, as stated, merely lists some articles which may be shipped 
inbound and subjected to transit privileges, whereas the peas 
were not accorded transit and you are not claiming transit on 
them. 

If the controversy hinges upon Item 960 of Louisiana Tariff 
No. 2, Agent Cummins’ I. C. C. 235, it is possible that the car- 
riers are contending that the flat carload commodity rate, named 
in Item 960 thereof on dried field peas, is not applicable to seed 
peas, because “Seeds” are separately stated in that item and 
do not include seed peas. 

Our view is that the term “Seeds,” as used in Item 200 of 
the transit tariff, not being otherwise restricted, is applicable 
to seed peas; and in the absence of other circumstances unknown 
to us, our view is that the term “dried field peas,” as used in 
Item 960, of Louisiana Tariff No. 2, will embrace field peas sold 
for use as seed, the item not being restricted to field peas used 
for feed or food. 


Tariff Interpretation—Application of Transit Tariff at “Directly 
Intermediate Points Via Which Lowest Rate Origin to UIti- 
mate Destination Applies.” 


Kansas.—Question: A carload shipment of iron and steel 
moved from Minnequa, Colorado to Hutchinson, Kansas, was 
fabricated and subsequently forwarded to Hays, Kansas, a local 
point on the Union Pacific. 

Assuming that W. T. L. Freight Tariff No. 231, I. C. C. 
A-2203, naming the rate, does not restrict the routing through 
any particular junction and bearing in mind that the carload 
rate from Minnequa, Colorado, to Hays, Kansas, is 48 cents, 
and Minnequa, Colorado, to Hutchinson is 49 cents, will A. T. 
& S. F. Freight Tariff Circular 2030-W permit fabrication of iron 
and steel at Hutchinson, when destined to local points on the 
Union Pacific in Kansas? 

Your attention is called to Items 125 and 160, under the 
heading “Points of Origin,’ and Item 250, under the heading 
“Points of Destination,” appearing in A. T. & S. F. Tariff Cir- 
cular 2030-W, I. C. C. 12348, covering rules and regulations gov- 
erning the fabricating of structural iron and steel in transit. 

In your reply I will appreciate your advising the proper 
basis for a through rate. 

Answer: Item 160 of A. T. & S. F. Transit Tariff 2030-W, 
I. C. C. 12348, authorizes the fabrication in transit at Hutchin- 
son, Kansas, of iron and steel originating at Minnequa, Colorado, 
when the final destination is a point on the A. T. & S. F. in 
Kansas or is a point in Louisiana, Oklahoma, or Texas. Item 
125 provides: 


Shipments may originate at Minnequa, Colo., and be fabricated 
in transit at directly intermediate points when the final destination 
is in Kansas * * * provided the lowest rate to such destination 
applies via the fabricating point. 


Assuming the routing from Minnequa, Colo., to Hays, Kans., 
to be unrestricted, it is clear that whether this fabrication is 
available at Hutchinson, when the final destination is Hays, 
depends not upon the transit tariff, but upon the scope and terms 
of the line-haul rate tariff. There are several direct routes from 
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Minnequa t6 Hays which would not necessitate the moving of 
a shipment from Minnequa through an intermediate point taking 
a rate higher than the rate to Hays, the ultimate destination. 
The route from Minnequa to Hays via Hutchinson would indeed 
be very circuitous, and we doubt very much that the Commission 
would hold the through rate to Hays applies via Hutchinson, 
even were the Hutchinson rate no higher than that to Hays, 
because of the degree of circuity involved. It is noted that 
transit is authorized only at “directly intermediate points.” 
Hutchinson, then, must be directly intermediate to Hays on ship- 
ments from Minnequa, if transit is to be applicable. 

In Great Northern Ry. Co. vs. Delmar Co., 283 U. S. 686, 51 
S. Ct. 579, shipments of grain from points in the Dakotas and 
Minnesota were billed direct to Minneapolis and later recoon- 
signed in transit to Superior, Wisconsin, the movement being 
via the Great Northern Railway. This road has a short route 
from these origins to Superior, via which route shipments do 
not pass through Minneapolis. Via Minneapolis the court found 
that the route was from 12 to 23 per cent longer than the direct 
route. The carrier assessed the Minneapolis combination, refus- 
ing the application of the through rate to Superior via the route 
through Minneapolis. The through tariff did not restrict the 
routing to Superior. The Commission had held that the route 
through Minneapolis was not unreasonably circuitous, and the 
court upheld this finding. Via the route through Minneapolis 
shipments would have to pass through points taking higher rates 
than to Superior and the movement of shipments via this route 
would result in a violation of the long-and-short haul provision 
of the 4th section of the Interstate Commerce Act, which was 
not the case as to shipments moving via the direct route. The 
court, noting these facts, said: 


But if the tariff is construed to require the carrier to take them 
over the longer route it must violate that section and incur the re- 
sulting penalties. In this situation we think the tariff should be 
construed as applying only to the shorter route, and not as giving 
the shipper the option between the two routes at the through rate. 
This conclusion is in accord with the principle that where two con- 
structions of a written contract are possible, preference will be given 
to that which does not result in violation of law. 


In view of the above we do not think that Hutchinson is 
intermediate to Hays, and, therefore, the Hutchinson combina- 
tion would have to be applied. 


Tariff Interpretation—Distinction Between Ciassification Rating 
of “Class 30” and “30 Per Cent of First Class” 


Indiana.—Question: Have you any decisions on a case similar 
to the following: 


An import shipment of olives moved from New Orleans July 
29 and 30, 1932, to “C,” route F. B. L.-X, B Railroad delivery. 
F. B. L. Tariff I. C. C. A-224, is governed by Agent Jones’ Excep- 
tion I. C. C. 2506, Item 592, Supplement No. 13, which provides 
for a class 30 rating. The F. B. L. Tariff at the time of move- 
ment carried no Class 30 Column. The 5th class rate of 37% 
cents applied in the absence of Column 30 in the tariff. Was the 
5th class or 30 per cent of the first class rate proper? Has 
there been a formal decision on this? 


Answer: Item 592, of Supplement No. 13 to Agent Jones’ 
Exceptions to the Official Classification, assigns olives to the 
Class 30 rating, wherever the tariffs carry Class 30, or a basis for 
computing Class 30 rates. If the tariff, in any particular in- 
stance, does not contain Class 30 rates, it is necessary to fall 
back on the Classification proper for a basis. Unless the tariff 
specifically authorizes the computation of “Class 30,” by taking 
30 per cent of the corresponding first class rate from origin to 
destination, there is no authority for so determining the rate. 
As a matter of ratemaking, it is common knowledge that Class 
30 is ordinarily supposed to assign to articles taking that basis, 
rates computed on basis of 30 per cent of first class rates, but it 
does not follow that because the classification or exceptions 
thereto authorizes “Class 30,” one is authorized to take 30 per 
cent of the first class rate, if there is no Class 30 specifically 
published. This is demonstrated by the fact that a tariff may 
designate certain rates as “Class 30,” and they could in fact be 
25 per cent of the first class rate, yet any article designated in 
the classification or exceptions as taking Class 30, would get the 
benefit of that rate, whether it figured 25 per cent or 30 per 
cent of first class. 


While Item 592 of Jones’ Exceptions definitely assigns olives 
to Class 30, and Class 30 ordinarily bears a distinct relationship 
(prescribed by the Interstate Commerce Commission) to the first 
class rate, of 30 per cent, that fact is not disclosed by the tariff, 
and as rates or the bases therefore must be published in the 
tariff, one cannot resort to general information or prescribed 
relationships to first class for determining the applicable rate. 
Before there can be a Class 30 rate there must be some rate 
stated in the tariff and designated as such. Of interest in this 
connection is the answer to “Ohio,” page 263 of The Traffic 
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World of August 6, 1932, under the captain “Tariff Interpretg. 
tion—(a) Whether a Classification Exceptions Tariff Provides q 
Commodity or a Class Basis—(b) Whether a “Column” Rate 
Basis Published in a Classification Exception Tariff is a Class 
or a Commodity Basis.” 


State Versus Interstate Traffic—Criminal Prosecution 


Pennsylvania.—Question: Your opinion will be very much 
appreciated in connection with the question as to when the 
interstate character of a shipment terminates with respect to 
the question of prosecution for theft of a shipment that was 
interstate in character. 

A carload shipment consigned to us from an interstate 
point of origin arrived February 17, 1934, the carrier’s yard 
clerk phoning us that the car was ready for delivery, and no. 
tice was mailed on this date, same being received by us Feb. 
ruary 19, Sunday, of course, intervening, or we would have 
received the notice February 18. 

We unloaded this car on the morning of February 19 from 
a public delivery track and when our drayman arrived at the 
car it was discovered that the car door was open and the seals 
were broken. After a check of the merchandise unloaded against 
the invoice, it was discovered that three pieces checked short. 
The police department of the carrier, as well as the city, ap- 
prehended the men responsible for the theft and they have 
confessed to same, stating that the robbery was perpetrated at 
7 a. m. on February 19. 

The question we would like to have answered is, did the 
shipment lose its interstate character on Saturday, February 
17, the date on which the carrier tendered delivery of the ship- 
ment, or was the merchandise still interstate in character until 
the expiration of the free time period allowed February 20? 

Answer: In Michigan Central R. R. Co. vs. Mark Owens, 
256 U. S. 427, 41 S. Ct. 554, the Supreme Court of the United 
States held that, with respect to deliveries on public team tracks, 
until all of the goods have been taken from the car the lia- 
bility of the carrier as a common carrier continues for the 48- 
hour period of free time, after which time its liability is that 
of a warehouseman. 

Furthermore, in Southern Ry. Co. vs. Prescott, 240 U. S. 
632, 36 S. Ct. 469, which case involved the liability of a carrier 
for the destruction of goods while held in its warehouse at the 
destination of the shipment, the Supreme Court held that the 
interstate contract of affreightment had not terminated, even 
though the goods were held by the carrier as a warehouseman 
and not as a common carrier, and that “such a retention of the 
goods was undoubtedly a terminal service forming a part of 
the ‘transportation’ in the sense of the federal act and gov- 
erned by that act.” 

The court therein said: 


Thus, in the case of C. C. C. & St. L. Railway Co. vs, Dettlebach, 
239 U. S. 588, it was held, with respect to goods lost through the 
negligence of the terminal carrier while in possession as warehouse- 
man under this stipulation, that the provisions of the bill of lading 
limiting liability to the declared value of the goods was applicable. 
The court deemed it to be evident ‘‘that Congress recognized that 
the duty of carriers to the public included the performance of a variety 
of services that, according to the theory of the common law, were 
separable from the carrier’s service as carrier, and, in order to pre- 
vent overcharges and discriminations from being made under the 
pretext of performing such additional services, it enacted that so far 
as interstate carriers by rail were concerned, the entire body of such 
services should be included together under the single term ‘transporta- 
tion’ and subjected to the provisions of the act respecting reasonable 
rates and the like.” It is also clear that with respect to the service 
governed by the federal statutes the parties were not at liberty to 
alter the terms of the service as fixed by the filed regulations. 


These cases, in our opinion, lead to the conclusion that the 
interstate character of the shipment, to which you refer, existed 
at the time of the robbery, which occurred during the period 
of free time. 


Freight Charges—Liability of Consignor 


California.—Question: We forwarded shipments from points 
of origin located in the southeastern states consigned to us 
at Mobile, Ala., intended for forwarding via intercoastal steamer. 

We made arrangements with a trucking company at Mobile 
to pick up the shipments at the rail depots in Mobile and dray 
to steamer docks. This arrangement was in effect for approx- 
imately one year, when we were advised by two of the rail- 
roads that they were outstanding several hundred dollars in 
freight charges, covering shipments delivered to the trucking 
company, some of which were sixty days old. 

We immediately communicated with the trucking company 
and found that they had received the money for the inland 
charges from the steamship company, but had failed to pay 
the railroad companies, and were in such a financial condition 
that they were unable to pay at that time. 

We notified the railroad companies that, due to their failure 
to collect charges in accordance with the Interstate Commerce 
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Commission ruling in Ex Parte 73, we did not feel liable for 
their neglect in making collections. However, the railroad com- 
panies are now filing suit against us to force collection of these 
charges. 

Are we correct in our stand that the failure of the railroad 
agent to collect the charges or request a bond in accordance with 
the Interstate Commerce Commission rulings, for had the rail- 
road not allowed the truck company to be in arrears for a 
period of thirty to sixty days, the large amount of charges 
would not have accumulated, relieves us from liability for the 
chargés? 

Answer: While the receipt of goods under a bill of lading 
jmposing the payment of freight charges on the consignee is 
evidence of a contract by the person so receiving them to pay 
the freight, the liability of the consignee does not depend in 
such a case on the assumption that the original shipper would 
not be liable, but on a new contract to pay the freight, evidenced 
in ordinary cases by the bill of lading and the receipt of goods 
under it. There is no shifting of liability. The contract of the 
consignor and that of the consignee are not considered to be 
inconsistent with each other; each is an original contract based 
on a sufficient consideration. 

The carrier has the right to look for his compensation to 
the person who required him to perform the service by causing 
the goods to be delivered to him for transportation, and that 
person is, generally, of course, the shipper named in the bill of 
lading, or the consignor. 

The effect of Section 7 of the Uniform Bill of Lading stated 
in the decision of the Supreme Court in Louisville & Nashville 
R. R. Co. vs. Central Iron & Coal Co., 265 U. S. 59, 44 S. Ct. 441. 

In this connection see the recent decision in Penna. R. R. 
Co. vs. Macelletti, 240 N. W. 4, holding that where the con- 
signor did not sign a bill of lading requiring the carrier to 
collect freight and other charges from the consignee without 
recourse to the consignor, an interstate carrier delivering a 
shipment without collecting all charges could recover the bal- 
ance from the consignor. 

The matter of credit extension by the carrier is of no im- 
portance or bearing on the case if the execution of the no re- 
course stipulation in the bill of lading is the only method by 
which the consignor may obtain exemption from liability for 
charges. 

See Western Maryland Railway Company vs. Cross, 123 S. E. 
572, in which it was held that the fact that a federal statute 
forbids a carrier from relinquishing the possession of freight 
at destination without payment of transportation charges, does 
not save the consignor from his liability, unless he stipulated 
therefor in the manner provided in the uniform bill of lading. 
See, also, Chicago Junction Railway Co. vs. Duluth Log Co., 
202 N. W. 24. 

There has been no decision of the Supreme Court of the 
United States which is directly in point; that is, one which 
decides definitely that if the no recourse provision has not been 
executed the consignor is released from liability for all or 
any part of the charges, if the goods are delivered to the con- 
signee without the collection of the freight charges. There 
are, however, decisions of the state courts and the federal courts, 
other than the Supreme Court of the United States, which hold 
the consignor liable in any event. See Western Maryland Ry. 
Co. vs. Cross, 123 S. E. 572; Mellon vs. Stockton & Lampkin, 
30 S. W. (2d) 974; United States vs. United States Steel Prod- 
ucts Co., 22 Fed. (2d) 547; Maryland Casualty Co. vs. Ohio 
River Gravel Co., 20 Fed: (2d) 514. 


Notice of Refused or Unclaimed Goods—Duty of Carrier to Give 
, Consignor 


Maryland:—Question: Please refer to our letter of Febru- 
ary 19, and your reply on page 474, of the March 10 issue. 

It appears that you did not understand our position, inas- 
much as you speak of improper markings on the crate which 
was returned by our customer from point “A.” This crate was 
plainly marked with the name of the original consignee and 
such markings are still legible on the crate, but it seems that 
when customer “A” returned the shipment he tacked a paper 
tag over the original markings, which tag had been torn off be- 
fore delivery to us. 

The fact that the carrier did not give our customer the 
proper receipt in the form of a bill of lading, instead of a mere 
scrap of paper, and, furthermore, the fact that the shipment was 
held in its warehouse for an indefinite length of time, regard- 
less of the legible markings, it appears to us, constitutes an 
absolute conversion on the part of the carrier in not making 
some effort to make proper delivery, even so far as communicat- 
ing with consignee “A,” who became shipper “A.” We would 
be pleased if you would again review this matter. 

Answer: In addition to warehousing the goods, the carrier 
Is ordinarily chargeable with the duty of notifying the con- 
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signor of the consignee’s failure or refusal to accept the goods 
(T. W. Brockman Commission Co. vs. Mo. Pac. Ry. Co. 188 S. W. 
900; Davis vs. Oswald & Taube, 149 N. E. 861; Texarkana & Ft. 
S. Ry. Co. vs. Twin City Produce Co., 208 S. W. 989; A. C. L. R. 
R. Co. vs. Ousley Co., 1389 S. E. 586; C. N. O. & T. P. Ry. Co. vs. 
Maulsby, 96 S. E. 710; Moore vs. Sou Pac. Co., 132 S. E. 920; 
Stoddard Lumber Co. vs. O. W. R. & N. Co., 165 Pac. 363). 

However, according to some cases such notice is necessary 
only where it would be a failure to exercise due care in the 
protection of the goods not to give it (Markowitz vs. N. Y. C. 
R. R. Co., 172 N. Y. S. 233; Porter vs. Penna. R. R. Co., 215 N. 
Y. S. 728), or where the consignor exercises the right of stoppage 
in transitu. Such notice is excused where the consignor obtains 
timely notice from other sources, or where at the time goods 
were left with the carrier for transportation the consignor did 
not disclose his name and residence. 

As we, in effect, stated in our answer to which you refer, the 
liability of the carrier depends upon whether the marks on the 
package gave the carrier notice as to whom was the consignor 
of the shipment. See Porter vs. P. R. R. Co., 215 N. Y. S. 727, 
in which case it was held that the carrier’s duty to notify the 
consignor of the consignee’s neglect or refusal to accept goods 
is not absolute, but depends upon circumstances, and, where the 
shipment does not contain the consignor’s name and address the 
right to notice is slight. The principle of this case, in our opin- 
ion, is applicable to the facts in the instant case. 

It is a question of fact as to whether the carrier had notice 
of the name and address of the consignor. If so, there appears 
to be no reason why it should not have made an effort to ob- 
tain information from that party which would have resulted in 
the delivery of the shipment, instead of allowing it to lie an 
unreasonable length of time in its warehouse. 


Delivery—Surrender of Order Notify Bill of Lading Condition 
Precedent to Delivery of Order Notify Shipment 


New York.—Question: We receive carloads of grain from 
the west forwarded under order notify bills of lading. The rail- 
road company refuses to switch these cars to our private switch 
for unloading until the bill of lading is in its hands. We hold 
that it is not necessary to surrender bill of lading before switch- 
ing, but understand that we must not open or unload cars until 
bill of lading covering the car is surrendered. It is understood 
that for car service calculation, all cars are presumed to be con- 
structively placed upon arrival. 

Answer: Under an order bill of lading requiring its sur- 
render before delivery of the property shipped, a delivery by 
railway to the consignee without presentation of the bill of lad- 
ing or payment of draft is conversion by the railway. Pa. R. R. 
Co. vs. Greenwald Packing Corp., 157 N. W. 809; Atlantic Coast 
Line Ry. Co. vs. Roe, 118 Sou 155; Mo. Pac. R. R. Co. vs. Myers, 
293 S. W. 15. 

In George C. Speer & Co. vs. A. C. L., 140 S. E. 43, it was 
held that the unauthorized placement of an order notify ship- 
ment on a private side track is a mere tender of delivery, not jus- 
tifying the unlawful seizure thereof by the order notifly con- 
signee. In Roden Grocery Co. vs. A. G. S. R. R. Co., 21 I. C. C. 
469, cited with Harlow vs. Washington Southern Ry. Co., 26 I. 
C. C. 511, in Murphy Brothers vs. N. Y. C. R. R. Co., 92 I. C. C. 
259, the Commission, in effect holds that until an order notify 
bill of lading is surrendered carriers are not required to make 
delivery of order notify shipments. 


Tariff Interpretation—Application of Section 10 of Classification 


Illinois.—Question: A question has come up as to the proper 
application of Rule 10, in Consolidated Freight Classification 
No. 8, with respect to a shipment made under the following 
conditions: 

A carload shipment is made between points in Official Clas- 
sification Territory, where one-half of a carload shipment, weigh- 
ing 30,000 pounds., consists of certain iron or steel articles car- 
ried in the regular iron or steel list (minimum weight being 
40,000 pounds), and the other half of the carload consists of iron 
and steel articles not carried in the iron or steel list. Both of 
these items take a 5th class rating in Official Classification Ter- 
ritory, with a minimum of 30,000 pounds. 

If either shipment were shipped separately, the less than 
carload rating would apply. Would it be necessary, when ship- 
ping these two commodities together in the same car at the 5th 
class rate, to pay the freight charges on the basis of the 40,000 
pounds minimum at 5th class rate, or the 30,000 pounds min- 
imum, as carried in the Classification for each item? 

Our idea is that when commodities are shipped under the 
Classification ratings these minimums apply, even though a com- | 
modity rate with a higher minimum and the lower rate is pub- 
lished in some other tariff subject to the Official Classification; 
providing, of course, that the quantities of the articles included 
in the shipment, even though carried in the iron or steel list, 
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are such that they would take a cheaper rating if shipped less 
than carload. 

Answer: Section 1, Rule 10, Consolidated Freight Classifi- 
cation No. 8, reads in part as follows: 

* * * when a number of different articles, for which carload rat- 
ings or rates are provided, are shipped * * * in a carload, they will be 
charged at the carload rate applicable to the highest classed or rated 
article, and the carload minimum weight will be the highest provided 
for any of the articles in the carload. 

The above provision does not limit the “carload rate” to a 
class rate. On the contrary, the term “rate’’ embraces both class 
and commodity rates. In the instant case, the “carload rate 
applicable to the highest classed or rated article” is the fifth 
class rate. The minimum weight that is “the highest provided 
for any of the articles in the carload” is the commodity rate 
minimum applicable to iron or steel articles carried in the Iron 
and Steel List. The minimum weight applicable in connection 
with the commodity rate on iron or steel articles carried in the 
Iron and Steel List should therefore be used. The class rate 
minimum is not applicable to iron or steel articles carried in the 
Iron and Steel List, for the reason that these articles have been 
removed from the classification by the establishment of a com- 
modity rate. 

We must proceed with the idea of making up a mixed car 
and rating it by taking the separately applicable rates and sep- 
arately applicable minimum and selecting the higher factors to 
be applied to the mixture. Our view is, that we must use the 
straight carload factors that are applicable. The class rate is 
not applicable to iron or steel articles carried in the Iron and 
Steel List, when in straight carloads. Therefore, as applied to 
iron or steel articles carried in the Iron and Steel List, it is in- 
applicable as a factor for arriving at a mixed carload rate. 


Tariff Interpretation—Application of Domestic Rate on Export 
Traffic 


Indiana.—Question: We have transit arrangements in ef- 
fect with carriers A and B, and in the tariffs of each carrier 
there is an item which plainly reads that the destination of the 
produce may be eastern cities and points listed in the eastbound 
guide books. 

Just recently the carriers informed us that this item applied 
only on domestic shipments. Frequently we have traffic to 
eastern cities for export. Since this item merely shows the 
destination of the product as being eastern cities, it is our in- 
terpretation that the item applies on both export and domestic 
trade. 

The tariff reference is L. & N. Railroad G. F. O. 12-F, I. C. C. 
16107, Item 2660, of page 36, published milling in transit at 
Evansville, Indiana, on grain drawn from or through East St. 
Louis, Illinois, and shipped to Eastern Territory and points, and 
by the way of routes named in Item 405. 

The other tariff reference is Southern Railway System Grain 
Transit Tariff No. 105-H, I. C. C. 2145, Supplement No. 22, page 
12, Item 198-C; transit point Evansville, Indiana; origin, East 
St. Louis, Illinois, proper, or when from beyond; destinations, 
Trunk Line Territory; at the through rate. 

A short time ago we put the same subject up to the officials 
of the B. & O. Railroad Company and they rule that B. & O. 
Railroad Company Transit Tariff H-3490-B, I. C. C. W. L. 10232, 
would apply on domestic and export traffic. 

The L. & N. and Southern Railroads state their transit tariff 
applies only on domestic traffic. 

We would like for you to favor us with your opinion or cite 
us to a case somewhat similar. 

Answer: There does not appear to be any provision in 
either of the tariffs to which you refer which specifically extends 
the application of the domestic rate published to eastern cities 
to export shipments, nor is there any provision in either tariff 
which specifically limits the application of the rate published 
therein to eastern ports to domestic traffic. 

It is to be observed, however, that in Item 6520, of L. & N. 
Tariff I. C. C. 16107, there is an exception which reads, “except 
for export.” The inference seems to follow that were this 
exception not carried therein the rates named in this item 
would apply on export traffic. 

Furthermore, in its decision in Standard Export Lumber Co. 
vs. A. & M. R. R. Co., 74 I. C. C. 721, cited in Chicago Heights 
Manufacturers’ Association vs. I. C. R. R. Co., 142 I. GC. C. 385, 
the Commission held that where a joint throught rate to a port 
is unrestricted, it is applicable on both domestic and export 
traffic. See, also, Chamdler vs. Pa. R. R. Co., 11 Fed. (2d) 39, 
affirming 9 Fed. (2d) 703. 


Limitation of Actions—Overcharge Collected by Carrier in 
Amount of So-Called Undercharge Paid to Carrier 


New York.—Question: We would appreciate the benefit of 


your understanding of the application of the three-year statute 
on overcharge claims after considering the following: 
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A carload shipment moved in July, 1930, from A, N. Y,, 
to B, Conn., charges prepaid. In April, 1931, the delivering 
carrier collected $71.64 additional charges. This additiona] 
charge did not come to our attention until Feb., 1934. In 
checking up on this additional collection, we found it to be 
not in order and, under date of Feb. 26, 1934, we forwarded 
request for refund. The carrier advises that the three-year 
statute prevents them from entertaining our request for a 
refund. 

It is our understanding of Section 16, paragraph 3, of the 
Interstate Commerce Act, that the three-year limitation runs 
from the date the cause of action accrues, which, in this case, 
we contend to be April 17, 1931. 

Answer: Paragraph (e) of Section 16 of the Interstate 
Commerce Act states that the cause of action in respect of a 
shipment of property shall, for the purpose of this section, be 
deemed to accrue upon delivery or tender of delivery thereof by 
the carrier, and not after. 

The Commission has construed the effect of the decision 
rendered on February 19, 1923, by the Supreme Court of the 
United States, in Kansas City Southern Ry. Co. vs. Wolf, 261 
U. S. 133, 48 S. Ct. 269, and paragraph 3 of Section 16 of the 
Interstate Commerce Act as prohibiting common carriers subject 
to the act from paying subsequent to the three-year period of 
limitation contained in that paragraph claims for overcharge 
presented to the carrier by shippers or consignees either within 
or subsequent to the said three-year period of limitation, unless 
within said three-year period the claims have been presented to 
the Commission or to a court of competent jurisdiction in ac- 
cordance with the applicable provisions of said act. 

The construction the Commission has placed upon the deci- 
sion in the Wolf case and paragraph 3 of Section 16 of the act 
would prohibit the payment of your claim by the carrier at this 
time, unless recovery could be had upon the theory that the 
shipper’s action for the recovery of the overcharge which was 
paid as an undercharge claimed by the carrier could be col- 
lected in quasi contract, that is, that there could be a recovery 
of money paid under mistake of fact, the amount of which, if 
retained by the carrier, would result in its unjust enrichment. As 
to such a suit, if it be maintained, the period of limitation would 
run from the date of the collection of the overcharge. On the 
other hand, it is more than likely that the matter could be 
treated as an entire transaction, that is, that the delivery of 
the shipment, the collection of the overcharge by the carrier 
and the filing of claim by the shipper for an overcharge would 
be treated as an entire transaction, in which event the date of 
the delivery of the shipment would, under the provisions of para- 
graph 3 of Section 16 of the act, fix the date from which the 
three-year period runs. This latter view seems to be the basis 
of the Commission’s report in Crerar Clinch Coal Co. vs. A. A. 
R. R. Co., 118 I. C. C. 171, which case covered the collection 
of an overcharge included in the payment of an undercharge, the 
question being whether a complaint for the overcharge had been 
brought within the statutory time prescribed in paragraph 3 of 
Section 16 of the act. 


Freight Charges—Liability of Consignee 


Kansas.—Question: We will appreciate your opinion of the 
following: 

A carload of canned goods moved from Richmond, Calif., 
to Hutchinson, Kans., May 21, 1932. Freight charges were as- 
sessed and collected on basis of the legal rate of $1.05 per 100 
pounds, minimum weight 60,000 pounds. 

A claim was filed against the delivering carrier, January 19, 
1933, on basis of 90 cents per 100 pounds, as per Transcon- 
tinental Freight Bureau Tariff 3-E, I. C. C. 1288, Supplement 5, 
Item 1395-B, effective May 1, 1932. However, Supplement 8, 
issued April 6, 1932, suspended the rates on which the claim 
was based, by I. & S. Docket 3727. 

The amount of the claim was paid to the consignee, February 
13, 1933, 50 per cent of which was paid by the consignee to a 
freight auditing company, who filed the claim, and that company 
is no longer in existence. 

The carrier paying the claim has made demand on con- 
signee for refund of the amount paid, stating that unless settle- 
ment is made they have no alternative but to file suit. 

Can the carrier recover the 50 per cent paid to the auditing 
company by the consignee, in view of the fact that settlement 
was made with them only after the claim had been approved and 
paid by the carrier, which should have been sufficient evidence 
and acknowledgment of the claim being a legitimate one? 

Answer: It is the duty of a carrier to collect the legally 
published tariff rate. 

The error of the carrier in refunding the supposed over- 
charge is no different in principle from any other error which 
results in the collection of less than the published tariff rate. 
The error of the carrier in refunding the amount of the sup- 
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with Great Cities 


Birmingham, Chicago, Indianapolis, Louisville, 
Memphis, New Orleans, Omaha, Peoria, 
St. Louis, Shreveport—less than a century ago 
these modern cities were but small towns and 
villages. 
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Directly and indirectly the first and foremost North 
and South railroad has played a most important 
part in the growth of these great metropolitan 
commercial centers. Of no less importance, of 
course, has been Illinois Central's constructive 
influence in hundreds of smaller towns and cities 






of the Mississippi Valley. 


There has been mutual expansion. Much was 
contributed to civic development by Illinois 
Central. In turn, growing cities justified expansion 
of facilities and of efficient service features that 
have placed this system in the front rank of 
America’s greatest railroads. 


In keeping with an 83-year-old reputation for 
dependability, Illinois Central System is always 
primarily interested in providing its patrons with 
, efficient, adequate and dependable transportation 





service—south, north, west, east. 
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posed overcharge was not the sole cause of the loss which will 
be suffered by the consignee in paying the undercharge, as the 
pany does not in our opinion, release the consignee from lHiabil- 
agent of the consignee, in the collection of the supposed over- 
charge. The fact that a portion of the amount refunded by the 
carrier as an overcharge was paid to the freight auditing com- 
pany, does not, in our opinion, release the consignee from liabil- 
ity to the carrier for the balance of the legally published tariff 
rate, represented by the amount refunded by the carrier as an 
overcharge, 

‘ — can locate no decisions of the courts covering similar 
acts. 


Doings of the Traffic Clubs 


Eight hundred and sixty members and friends of the Junior 
Traffic Club of Chicago were present at its tenth annual banquet 
in the ball room of the Palmer House the evening of April 5. 
Retiring President Wettstyne presided until near the close of 
the program, when he turned the gavel over to the new presi- 
dent, E. H. Randall, The speakers were R. V. Fletcher, gen- 
eral counsel, Association of American Railway Executives, and 
Douglas Malloch, poet and humorist. There was a program of 
entertainment following the speeches. Judge Fletcher discussed 
the transportation situation in the light of the reports of the 
coordinator of transportation. He expounded the law under 
which the coordinator is serving and his reports, adding com- 
ments by way of criticism and commendation here and there. 
For one thing, he said, the coordinator had forever dispelled the 
idea that railroad securities were “watered.” He deplored the 
fact that Mr. Eastman had said so much about government 
ownership as a possible remedy for the transportation situation, 
though he dismissed it as impossible at the present time. The 
club will be represented at the convention of the Associated 
Traffic Clubs of America in Birmingham by the following: E. H. 
Randall, city freight agent, Santa Fe; R. Wettstyne, assistant 
traffic manager, Marshall Field and Company; W. R. Curtis, 
city freight agent, M. & O.; W. F. Schulten, assistant traffic 
manager, Chicago District Electric Generating Corporation; H. 
W. Coffman, city freight agent, New York Central, and C. Giles, 
city freight agent, Grand Trunk. 


Benjamin S. Thomas, president of the Traffic Club of Pitts- 

burgh, was born in Saltville, Smith County, Virginia, on the 

twenty-second of September, 1877, was 

educated in the public and private 

schools of Virginia, Tennessee, and 

West Virginia, attended West Virginia 

University, which he left in 1898 to 

volunteer for the Spanish American 

War, where he served as first sergeant, 

Company “A,” West Virginia Volun- 

taire Infantry. He went to Pittsburgh 

and was employed by the Standard 

Sanitary Manufacturing Company at 

its Pittsburgh works on the twenty-fifth 

of January, 1900, and has continued in 

the employ of this company since that 

date in twenty-six different positions, 

the last being works manager, until 

August 1, 1920, when he became gen- 

eral traffic manager, which position he 

has occupied continually since. He has 

been actively connected with the Traf- 

fic Club of Pittsburgh since 1920 and also with N. I. T. League 
since that date. 


Charles S. Belsterling, commerce counsel, United States 
Steel Corporation, will address the Traffic Club of Philadelphia 
on “The Iron Industry—Yesterday, Today, and Tomorrow” at a 
means at the Bellevue-Stratford April 9. There will be enter- 
ainment, 


J. M. Fitzgerald, vice-chairman, Committee on Public Rela- 
tions, Eastern Railroads, will address the Women’s Traffic Club 
of Greater New York at its monthly meeting April 10. His 
subject will be “The Railroads and National Recovery.” The 
entertainment committee will present a program of “Songs of 
the Day,” by Viola Reed, radio artist. A luncheon bridge will 
be given at the Commodore Hotel April 7. The club will be 
represented by the following at the Birmingham meeting of the 
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Associated Traffic Clubs of America; Carrie Henoch, president 
of the club; Jo. Schifferdecker, Committee on Public Relations, 
Eastern Railroads; Sarah O. Seamer, Universal Carloading and 
Distributing Company; Catherine A. Kelly, Seaboard Air Line; 
Beatrice Sadowsky, Acme Fast Freight, Inc.; Mildred T. Genther, 
American Tobacco Company. 


Charles 8. Booth, president of the Los Angeles Transporta. 

tion Club, which recently moved from its old home in the Alex. 

andria Hotel to more elaborate quar. 

ters on the eighth floor of the Pacific 

Electric Building, was born of a sea. 

faring family and has lived all of his 

life. within sight of the Pacific and is 

in the steamship business. He is 40 

years old and is assistant general 

freight agent of the Los Angeles Steam- 

ship Company in charge of its freight 

activities in Southern California. 

“Charlie,” or “Stuart,” as he is known 

in his intimates, is a graduate of the 

Oakland public schools and studied at 

the University of California for three 

years, majoring in law. He entered 

transportation work in the employ of 

the Key System, San Francisco Bay 

Transit Company, and, on his return from the world war, re- 

sumed work with the Southern Pacific Railroad. His first steam- 

ship experience was with the Williams Line, He joined the 

LASSCO staff 13 years ago and has been steadily advanced 

ever since, having served in practically all freight department 

capacities, both at San Francisco and Los Angeles. He is called 

frequently to testify before the California Railroad Commission 

and is qualified as a practitioner before the Interstate Com- 

merce Commission. He often lectures before the U. S. C. School 

of Commerce on transportation subjects. He is a Kiwanian, a 

member of the Pacific Traffic Association and the Commercial 

Club of San Francisco and of the Los Angeles Chamber of Com- 

merce, Southern California Foreign Trade Club and the Jonathan 
Club of Los Angeles. 


“Telephone Day” was observed by the Transportation Club 
of Saint Paul at the Hotel Lowrey April 3. C. H. Edwards had 
charge of the program. The program included a variety of mu- 
sical numbers and a moving picture, “Modern Knight.” 


P. M. Fagan, D. F. and P. A. of the C. M. St. P. & P. Rail- 
road, the new president of the Terre Haute Transportation 
Club, whose portrait is pre- 
sented herewith, was born in 
Cleveland, Ohio, August 30, 
1876. He is almost a lifelong 
resident of Terre Haute, how- 
ever, having moved there in 
1878. He began railroading at 
the age of 18, starting as clerk 
in May, 1894, with what was 
then the C. & T. H., now the 
Chicago and Eastern Illinois. 
In 1900 he became associated 
with the Southern Indiana, 
which later became the C. T. 
H. & S. E. and is now part of 
the Chicago, Milwaukee, St. 
Paul and Pacific. In 1921, 
when the C. T. H. & S. E. 
was made a part of the C. M. 
St. P. & P., he was appointed 
division freight and passenger 
agent in charge of the Terre 
Haute division, which position 
he now holds. “Pete,” as he is 
familiarly known to his friends, 
has always been active in 
transportation affairs. Other 
officers elected by the club are: 
First vice-president, Fred S. 
Reigel, G. T. M., Commercial Solvents Corporation; second 
vice-president, Charles T. May, D. F. A., Pennsylvania Railroad; 
secretary, Ed L. Hollis, C. C., D. F. A., C. M. St. P. & P.; treas- 
urer, James M. Petrie, A. G. T. M., Commercial Solvents Cor- 
poration; board of governors: John B. Schlossberg, G. M. High- 
land Iron & Steel Co.; Jonas Waffle, managing director, Indiana 
Coal Operators’ Association; C. H. Witt, G. A., C. C. C. & St. L,; 
H. A. Hollopeter, T. M., Chamber of Commerce; J. Allen Green- 
land, superintendent, Indiana Railroad Company; H. O. Bowser, 
auditor, American Car and Foundry Company; C. E. Earp, T. M., 
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Terre Haute Brewing Company; J. W. Robertson, T. M., Quaker 
Maid Company; G. N. Hall, T. M., Walter Bledsoe Coal Com- 
pany; G. W. Bates, D. A., C. & E. I.; W. A. Williams, T. M., 
Davis Gardens; Chas. Schukai, traffic representative, Mid-Con- 
tinent Petroleum Corporation. 


John Tilford, chairman of the Southern Freight Association, 
spoke at the meeting of the Traffic Club of Atlanta at the At- 
lanta Athletic Club April 2. His subject was “Industry in the 
South and the Pettingill Bill.” 


The spring meeting of the Jamestown Traffic Club will be 
held at the Hotel Jamestown April 19. 


At a luncheon of the Traffic Club of Kansas City at the 
Muehlebach Hotel April 2, R. W. Knight, district traffic manager, 
United Air Lines, spoke on “Air Transport Facts.” A moving 
picture, “Across America in Twenty Hours,” was shown. 


At a meeting of the Transportation Club of Louisville March 
27 a resolution was unanimously adopted declaring that “agita- 
tion for government ownership and operation (of the railroads) 
is not an important aid to general economic recovery and gen- 
eral economic stability, and that it is not in the public interest 
that common carriers—water, rail, and highway—be either gov- 
ernment owned or operated.” ‘Ladies’ Surprise Night” will be 
observed at the Pendennis Club April 11. 


The division of off-line traffic representatives of the Traffic 
Club of Minneapolis gave a farewell luncheon, to which mem- 
bers of the traffic club were invited, for S. S. Hosp, commer- 
cial agent, Norfolk and Western, on the occasion of his trans- 
fer to Pittsburgh, at the Nicollet Hotel April 2. At a meeting 
of the club at the Nicollet April 3 Selim Said Abboud, student 
at the University of Minnesota, spoke on “Roaming the Arabian 
Peninsula on a Camel’s Back.” “Mardi Gras Nite” will be ob- 
served at the Nicollet April 21. There will be dancing, games, 
and other entertainment. 


At a meeting of the Traffic Club of Tulsa March 27 Bruce 
Hurd, Santa Fe solicitor, spoke on “Railroad Legislation.” The 
annual spring banquet was given at the Hotel Mayo April 3. 
There was dancing and professional entertainment. 


At the weekly luncheon of the Oklahoma City Traffic Club 
at the Oklahoma City Chamber of Commerce April 2, Orville 
Mosier, city manager, was the speaker. 


At a “forum” meeting of the Traffic Club of Baltimore at 
the Lord Baltimore Hotel April 9 the subject, “Resolved, That 
a General Sales Tax Should Be Adopted by the United States 
Government as a Means of Meeting the Emergency of Expendi- 
tures of the Government,” will be debated. J. F. Surrock and 
J. W. Stevens will speak in the affirmative, while the negative 
will be taken by G. E. Howell and A. L. Bozzuffi. 


‘Ladies’ Night” was observed by the Traffic Club of Newark 
at the Newark Athletic Club April 2. Dinner was served and 
there was dancirfg. A “forum” meeting will be held at the same 
place April 9. 


The Transportation Club of Decatur will have as its speaker 
at a dinner meeting at the Hotel Orlando April 11, V. Y. Dall- 
man, U. S. collector of internal revenue, Springfield, Ill. A. L. 
Peterson, traffic manager, C. I. P. S., will be toastmaster. The 
club has appointed T. C. Burwell, vice-president and traffic 
manager, A. E. Staley Manufacturing Company, and Z. C. Snell, 
freight agent, Illinois Central, delegates to the meeting of the 
Associated Traffic Clubs of America at Birmingham April 24 
and 25. 


At the last weekly luncheon of the Traffic Club of St. Louis 
Judge David E. Blair, former member of the Missouri Supreme 
Court and of the Missouri Public Service Commission, was the 
speaker. He discussed the work and function of the state reg- 
ulatory body, declaring that no state governmental agency 
touched the lives of the citizens so closely as did it. Ralph B. 
Wagner, member of the faculty of the University of St. Louis, 
will address the luncheon at the Jefferson Hotel April 9. His 
subject will be “Talking Tactics That Put It Over.” 


The next meeting of the Pacific Traffic Association, to be 
held at the Palace Hotel, San Francisco, April 10, has been 
designated “Old Timers’ Night.” The thirteenth annual picnic 
of the association will be held at Linda Vista Park May 27. 


At a conference of executives, directors, and committee 
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heads of the Transportation Club of Peoria March 31 it was 
decided to hold a dinner dance at the I. O. O. F. Hall, Eag 
Peoria, April 26. A fish fry will be held at Luthy’s Grove May 
24 and the annual picnic was set for June 28 at the Mossvilk 
Gardens, near Mossville, Ill. The president, J. F. Hobin, has 
named E. F. Stock, traffic manager, Peoria and Pekin Union, ani 
J. J. Stevens, commercial agent, Illinois Central, delegates ty 
the meeting of the Associated Traffic Clubs of America jp 
Birmingham. 


The ninth annual dinner dance of the Motor City Traffic 
Club of Detroit is expected to attract at least four hundreg 
couples, according to an announcement by A. P. Bruss, presi. 
dent of the club. It is to be held at the Detroit Leland Hote) 
April 21 and is the annual “ladies’ night.” An elaborate pro. 
gram of entertainment is promised. 


The South Bend Transportation Club will be represented at 
the meeting of the Associated Traffic Clubs of America in Bir. 
mingham by J. D. McNamara, its president. 


The Women’s Traffic Club of Chicago held its regular meet. 
ing in the rooms of the Traffic Club of Chicago at the Palmer 
House April 2. Mrs. Lottie K. Brown, of Brentano’s, presented 
a review of the book, “Jefferson Davis, Political Soldier,” by 
Elizabeth Cutting. Miss Florence J. Cox, newly elected presi- 
dent, presided. The club will hold its first annual dinnner at 
the Edgewater Beach Hotel April 14. 


At a luncheon meeting of the Traffic Club of New Orleans 
at the Hotel Monteleone April 2 W. H. Alexander, president of 
L. Feibleman and Company, Inc., an affiliate of Sears, Roebuck 
and Company, spoke on “Romance in Merchandising.” A resolu. 
tion urging Congressional support of a program of adequate na- 
tional defense submitted by a committee headed by Colonel 
R. W. J. Flynn, traffic manager, Standard Oil Company, was 
referred to the board. President J. J. Kornfeld urged members 
to attend the Associated Traffic Clubs of America convention 
in Birmingham, 


Fifteen former presidents of the Toledo Transportation Club 
attended the monthly meeting of the club, “Past Presidents’ 
Night,” at the Toledo Club April 2. Dinner was served. The 
nominating committee presented its ticket of selections for 
office to be voted on May 7. It named L. S. Walter, traffic man- 
ager, Dura Company, and W. J. Bailey, director of traffic, Elec- 
tric Auto-Lite Company, as the candidates for president. 


The Women’s Traffic Club of Baltimore will hold its monthly 
meeting at the Rennert Hotel April 11. It will be ‘“Mother’s 
Night.” Dinner will be served and there will be music. 


Personal Notes 


John L. Hutson, Jr., has been appointed joint merchandise 
agent, in Memphis, for the Seaboard Air Line and the St. Louis- 
San Francisco. He succeeds M. V. Simmons, resigned. 

Paul S. Pondolfi has been appointed traffic manager, Bond 
Electric Corporation, which has factories at Jersey City, N. J., 
Lancaster, O., Indianapolis, Ind., Mexico City, Mexico, and branch 
offices and warehouses at Chicago, Houston, and San Frncisco. 
Mr. Pondolfi will make his headquarters at the general and 
executive offices at the Jersey City plant. 

G. M. LaRiviere has been appointed traveling freight agent, 
Atlantic Coast Line, at Boston. 

E. Thomason has been elected president of the Piedmont 
and Northern Railway, with headquarters at Charlotte, N. C. 
W. T. Gill has been appointed general manager. The position 
of assistant to general manager has been abolished. 

William C. Shannon, for ten years assistant general freight 
agent of the American-Hawaiian Steamship Company, Phila- 
delphia, died April 2. Prior to going to the American-Hawaiian 
he was for many years with the Merchants’ and Miners’ Trans- 
portation Company at Philadelphia, Pittsburgh and St. Louis. 

Leo E. Golden, who, March 1, resigned as traffic commis- 
sioner of the Grand Rapids Association of Commerce to become 
associated with the Iowa Soap Company, Burlington, Ia., has 
been placed in charge of a plant recently purchased in Camden, 
N. J. The new plant will be operated by a subsidiary corporation, 
of which Mr. Golden is vice president and general manager. He 
will move to Camden about April 15. 

Charles Nathan Osgood, representative in tariff matters, in 
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Washington, of various tariff and traffic associations since 1896, 
died in Washington April 1, aged seventy-five years. Before 
going to Washington he was with the Northwestern Traffic 
Association at Minneapolis, Minn., 1883-5; the Western Freight 
Association, Chicago, as chairman, 1887-1891, and secretary of 
the Southwestern Railroad and Steamship Association and com- 
missioner of the St. Louis Traffic Commission, 1891-96. When 
the old act to regulate commerce was revised in 1906, Mr. Os- 
good became the statutory agent of various traffic associations, 
the New York Central, Wabash, and other railroads. He was 
graduated from Harvard in 1879. 

The Litchfield and Madison Railway announces the reopen- 
ing of its agency in Tulsa, Okla., with J. B. Blanton, assistant 
traffic manager, in charge. 

J. H. Brinkerhoff has been appointed assistant freight traf- 
fic manager, Northern Pacific, at Chicago. 

Daniel Bloom, traffic manager, Trans-Continental Freight 
Company, Chicago, died March 30. He was forty-eight years old. 

William M. O’Brien, auditor, Indiana Harbor Belt, died at 
his winter home in Wauchula, Fla., April 2. He was 60 years 
old, and had been ill from a stomach disorder for two months. 
He lived in Hammond, Ind. 

Wyan Carson has been appointed traffic representative, Mis- 
sissippi Central, at Dallas. 

G. F. Butler has been appointed vice-president in charge of 
traffic, Norfolk and Western, with office in Roanoke, Va., suc- 
ceeding B. W. Herrman. Other appointments, as follows, have 
been made at Roanoke: F. K. Prosser, coal traffic manager; L. 
P. Harrell, manager, coal department; R. L. Hawkins, assistant 
manager, coal department; O. W. Cox, general traffic manager; 
F. H. Pitman, freight traffic manager; Freeman W. Jones, gen- 
erla freight agent (in charge of solicitation). H. D. Wilkerson 
has been appointed assistant general freight agent, at Columbus, 
0.; 8. S. Hosp, general agent, Pittsburgh; H. F. Kinstler, com- 
mercial agent, Minneapolis, and C. R. Purdum, traveling freight 
agent, Columbus. 

A. P. Gilbert has been appointed general freight traffic man- 
ager, Chesapeake and Ohio, with offices in Richmond. Other ap- 
pointments there are: William FitzGerald, freight traffic man- 
ager; P. J. Tierney, general freight agent; W. S. Beale, assistant 
general freight agent. 

John A. Oliver, flour and grain agent, C. M. St. P. & P., died 
at his home in Minneapolis April 1. 

George C. Daniels, special passenger agent, Southern Rail- 
way, died in Boston March 29. He had been in transportation 
work since 1881. 

The Reading Company and the Central Railway of New Jer- 
sey have opened a new office in New York with Don Y. Smith, 
general freight agent, and Edward Keil, general eastern and for- 
eign freight agent, in charge. 

F. X. Milholland, assistant to the senior vice-president, B. & 
O., in Baltimore, died March 24. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period March 
1 to 14, inclusive, was 352,489, according to the car service divi- 
—_ of the American Railway Association. It was made up as 
ollows: 


Box, 182,801; ventilated box, 1,030; auto and furniture, 29,462; total 
box, 213,293; flat, 13,836; ee 65,521; hopper, 20,329; total coal, 


85,850; coke, 771; S. D. stock, 22,759; D. D. stock, 3,164; refrigerator, 


11,353; tank, 633; miscellaneous, 830, 


Canadian roads reported a surplus of 29,136 cars, made up 
of 25,105 box, 597 auto, 1,326 flat, 648 gondola, 498 S. D. stock, 
296 refrigerator and 666 miscellaneous cars. 


SELECTED INCOME STATISTICS 


Class I railroads in January had a deficit in net income of 
$11,799,985 as compared with a deficit of $29,709,107 in January 
last year, according to the monthly statement of the Commis- 
sion on selected income and balance-sheet items of Class I steam 
railroads. 

The net railway operating income for January was $30,928,873 
as against $13,585,004 in January, 1933, the net income figures 
being obtained after deductions from total income for interest 
and other items. 

Total current assets at the end of January were reported as 
$978,638,193 as against $945,202,681 at the end of January, 1933. 
Total current liabilities at the end of January were reported as 
$1,143,505,779 as against $992,985,569 at the end of January, 1933. 


EXPERT traffic and milling-in-transit man, age thirty-three, 
now traffic manager flour and feed mill, thirteen years’ railroad and 
industrial experience, desires connection in west or middle west, 
due to health of member of family. Address, Box C-51, care Traffic 
World, 418 South Market Street, Chicago, II. 
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Work of the Traffic Man 


HE up-to-date, well organized traffic departments maintained 
by the leaders in the meat packing industry are, perhaps, 

as good evidence as could be desired of the importance of trans. 

portation costs in this day 

of thin, if any, margins of 

profit and intense competi- 

tion. This fact is empha- 

sized by G, E. Saddy, traffic 

manager, Oscar Mayer and 

Company, with its princi- 

pal packing plant in Madi- 

son, Wis., and a branch in 

Chicago, The vital import- 

ance to the meat packer 

of the effiicent conduct of 

its transportation affairs 

is sharply reflected in his 

statement that his com- 

pany’s freight bill consti- 

tutes its second largest 

item of expense, being ex- 

ceeded only by the cost of 

raw materials. A well in- 

formed, alert department, 

constantly on the watch 

for ways of reducing that 

cost, and vigilant in main- 

taining a proper competi- 

tive relationship with oth- 

ers in the same field, is 

obviously all important to 

the success of the individual company. 

Cost, alone, in this as in many other industries, is not a full 
measure of the service afforded by the traffic department. Ship- 
ments outbound from the packing plant are largely of a perish- 
able nature, and, as Mr. Saddy points out, value at destination 
depends on their arriving promptly and in good condition. It is 
at least as important that the company buy its transportation 
as cheap as possible, competitive factors considered, as that 
its raw materials be purchased intelligently and that the manu- 
facturing operations involve no unnecessary waste. In a sense, 
the variety of elements entering into transportation costs and 
the inter-relatedness of transportation with all other depart- 
mental activities make them even more difficult of control than 
costs in the other departments. Departmental interrelationships 
are stressed by Mr. Saddy in outlining the work of his depart- 
ment, 


“Our transportation problem involves every major depart- 
ment of the company,” he says. “The traffic department is in 
constant touch with the purchasing department and the sales 
department is in constant contact with the traffic department. 
This is necessary if the company is to obtain the fastest and 
best available service on inbound shipments, as well as the kind 
ot service required on outbound shipments. It is an acknowl- 
edged fact that transportation costs are of vital importance in 
both the purchase of raw materials and the sale of the finished 
product. The total transportation cost, including that of rail 
service, truck transportation, packing, loading, and all other items 
contributing to that total, must be kept on a level not exceeding 
that of our competitors if the company is to prosper. This has 
been particularly prominent as a major competitive factor in 
recent years, when, due to general economic conditions, there 
have been great declines in the prices of practically all ccom- 
modities other than transportation. That has naturally tended to 
throw greater stress on transportation costs and place a premium 
on thorough and reliable traffic work.” 


Perhaps the two most important functions of the traffic de 
partment, as presented by Mr. Saddy, have to do with obtaining 
just and reasonable rates for the inbound and outbound ship- 
ments, and choice of routes that will assure the best service for 
the company and for its customers. The rate problem, as al- 
ready indicated, is as much a matter of maintaining a structure 
properly related to the adjustment enjoyed by other competitors 
in the field as it is a matter of the level of the rates themselves. 
But, though these two activities may be said to be the most cen- 
tral of the duties of the traffic manager serving one of the large 
packing industries, there are many others lying at the circum- 
ference of the job that help to complete the circle. 

With the growth of highway transportation and other en- 
largements in the technique of distribution, the demands on the 
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_ ATTENTION 
TRAFFIC MANAGER 


These seven specific services are tailored to 
fit your individual requirements. Check the list 
carefully to see how many of them you can use 
to supplement the present facilities of your 
traffic department. 


1. Watching Service (A Specific, Personal 
Service) 


Send us a list of your inbound and outbound com- 
modities, plant locations, and general territories to 
which your products move. All rate changes in tariffs, 
classifications, and supplements thereto; all complaints, 
petitions, and applications filed with the Interstate Com- 
merce Commission and Shipping Board (Intercoastal), 
and all orders and decisions thereof, as they affect your 
traffic, will be reported at once. Supporting documents 
will be forwarded without cost, except where a cash 
outlay is necessary. Wire advice of efforts to change 
rates on short notice, and suspensions of new rates will 
be given if desired. 

A single report may mean a great saving. 


2. Rate Analysis and Exhibits 


If you believe your rates are out of line we will 
analyze them, making suitable rate comparisons and 
digests of pertinent cases, in clear and specific terms. 
Exhibits will be prepared and manifolded if desired. 


3. Rate History 


Get down to bed rock to build. Using the Commis- 
sion’s complete tariff files, we will furnish, with effec- 


tive dates and tariff authorities as far back as desired, 
chronological statements of classification ratings, or 
tariff rates or rules. We will also determine whether 
particular rates have been before the Commission in 
any proceeding, furnishing digests of Commission’s 
findings. 


4. Rate Quotations and Tariff Interpretations 


Rates will be quoted on any commodity between any 
points via any routes on interstate traffic, or on inter- 
coastal traffic via the Panama Canal. This service is 
Se important where complex situations are in- 
volved or the status of particular rates uncertain, or 
where resort to interpretation in the light of court or 
commission decisions may be necessary. 


5. Statistical Service 

We will locate any available government statistics 
and compile or assemble in form desired. 
6. Document Service 


Available government documents (including bills in 
ge will be promptly forwarded or reproductions 
will be made when necessary. 


7. General Research 


We solicit this work in connection with any business 
subject. 


Additional information about these services and their 


cost are yours without obligation if you will write, out- 
lining your requirements, to the 


SPECIAL SERVICE DEPARTMENT 
of the 


Traffic Service Corporation 


Mills Building Washington, D. C. 
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up-and-coming industrial traffic manager have increased mightily 
Whether the company puts its own trucks on the road or usg 
the commercial highway hauler to do that part of the transports. 
tion job that can be more cheaply and satisfactorily performej 
by the motor vehicle, the traffic manager must equip himsel 
with technical information enabling him to deal effectively with 
this new tool and must plan in terms of probable developments. 

Trucking costs are just as important as costs in any other 
form, in the opinion of My. Saddy, and only the industry traffic 
manager may be expected to have the necessary technical infor. 
mation to make a proper analysis of the relative advantages of 
doing business one way or another. 

“At the present time, legislation has been or is in the process 
of being enacted that will seriously affect the truck user, whether 
he is owner or customer,” he observes. “Laws of the various 
states must be digested and weights, sizes, and other limitations 
established by these laws must all be taken into consideration 
in any effort to arrive at the most practicable method of operation 
for the particular industry. It is the job of the traffic depart. 
men to determine under just which phase of the law it will 
be most profitable to operate. Not only do such relatively 
arbitrary factors often dictate whether an industry should put 
its own vehicles on the highway, whether it should use the 
common or contract operator, but as an illustration of other con. 
siderations to be watched in Wisconsin, truck operators have 
the privilege of operating on a flat-rate or mileage basis. Operat. 
ing on a mileage basis entails a considerable amount of clerical 
work in the office and slows up vehicle movement, as a cop- 
stant running record must be kept of meter readings between 
city limits, records of exceptions, etc. In making its decisions, 
the traffic department has to weigh all these things to arrive at 
the plan that will give the best results for its particular firm.” 

Substantial yearly savings have been made for his company 
as a result of placing all the details connected with export ship- 
ping under the jurisdiction of the traffic department, according 
to Mr. Saddy. Foreign shipments are handled directly by the 
traffic department, without the services of a forwarding company 
or export forwarder. Direct contacts are maintained with steam- 
ship representatives, bookings are made by the department, 
and adjustments carried through. The department also handles 
its own claims for refund of processing taxes with the Customs 
Department, without the aid of a broker, and generally super- 
vises the entire transportation task. 

So closely integrated are the company’s transportation af- = 
fairs and its other activities that recommendations of the traffic 
department frequently have an important shaping influence on 
general policies. Plant enlargement, expansion plans, reloca- 
tion of departmental activities—all must be considered in the 
light of transportation requirements. Raw material sources, 
consuming territory, favorable loading and unloading facilities, 
and the carriers to be utilized are to be investigated in estimat- 
ing the desirability of any such proposed change, and often the 
traffic department is the principal source of this vital informa- 
tion, or must be drawn on heavily for its assembly. 

“Our department is held responsible for the proper physical 
distribution of the company’s products, and for the payment of 
just and reasonable charges on that and on the incoming ship- 
ments, which include many commodities other than live stock,” 
says Mr. Saddy, by way of summary. “The department issues 
monthly reports covering all its activities. Proper files of tariffs 
and classifications are maintained and studied, and the coopera- 
tion of the carrier agencies is cultivated through attendance at 
meetings and by other contacts. 


“At one time it was the prevailing opinion that the traffic 
department was to be regarded simply as an ‘overhead’ expense 
and an avenue of disbursements, rather than a productive depart- 
ment of the industry. Close analysis of the work of the efficient 
department of today, however, will reveal many activities that 
are a direct source of financial return. Whether or not it could 
ever rightly be so classified, the traffic department today can 
not be regarded as simply a part of operating routine. The 
successful traffic department requires managerial ability of as 
high an order as that required for the sucessful conduct of any 
other major department of the industry.” 



























Digest of New Complaints 











No. 26421. Sub.-No. 1. Dewey Portland Cement Co. of Texas, Kan- 
sas City, Mo., vs. A. T. & S. F. et al. : 

Rates, portland cement, Dewey, Okla., to points in Tex., in 
violation sections 1 and 15. Asks reparation. (Watson W. Fletcher, 
atty., 101 West Eleventh St., Kansas City, Mo.) 

No. 26426. Sub.-No. 1. The Joseph Schonthal Co., Columbus, O., vs. 
- ©. Ot al. 
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WHEN PARTS AND REPLACEMENTS 
ARE NEEDED QUICK 


USE RAILWAY EXPRESS 


Swift service means dollars saved when machinery breaks 
down. A few days’ delay in getting repair parts can often 
iyy} x mean serious losses. So it pays to ship all items by Railway 
i] / \ \ I x Express. That means transportation at passenger train 
AA) \/\ / speed, absolute safety in transit and rush service on arrival 
LAA A : at destination. 
Whatever you may wish to ship in the nature of manufactures 
or raw materials, you will find that Railway Express can serve 
you best. We give a receipt on collection and take a receipt 
on delivery—with liability up to $50 on each shipment of 
100 lbs. or less—and at the same ratio (50c a pound) on 
heavier shipments. 


Telephone Railway Express for service or information. 


The best there is in transportation. 


RAILWAY EXPRESS 


AGENCY INC. 
SERVING THE NATION FOR 95 YEARS—NATION-WIDE SERVICE 


Ample THE INDUSTRIAL CENTER of the SOUTHWEST 
Rail 


Service npr 


1. Rail and water transportation. 
SSs } 2. Numerous industrial sites on deep water. 


Where the following important factors are available at 


—_— 


. Public Belt Railroad serves the Houston waterfront 
= and connects with all line haul carriers. 


Ample labor, fuel and raw materials. 
Houston serves a vast hinterland. 


—— 900 ——- 
Investigate Port Houston when seeking an industrial 


location. 
——e, ? 


J. Russell Wait 


Director of the Port 
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PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 














Harbor—30 ft. d ith 1,000 ft. turning basin; 
143 on from an eins “i 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevater—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 












Industrial Area—pavement, water, sewers; power 
and rail facilities. 






For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albau.y, N. Y. 
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Rate, scrap iron, Worcester Mass., to Monessen, Pa., in vic 
tion section 1. Asks new rate and reparation. (G. M. Stephey 
atty., 19 S. Wells St., Chicago, Ill.) 

No. 26429. The Alabama & Vicksburg Railway Co. (Yazoo & Mis 
rye ae Railroad Co., lessee), et al., Louisville, Ky., vs. 
. et al. 

Complaint against southwestern and official territory lines in » 
divisions of joint rates on interterritorial traffic moving betwee 
points in southwestern territory, on the one hand, and to points 
official territory, on the other. Ask cease and desist order, jus 
reasonable, equitable, non-prejudicial and non-preferential diyj, 
sions. (W. L. Grubbs, commerce atty., L. & N. R. R., 9th and 
Broadway, Louisville, Ky.) 

No. ~ Arkansas Rice Traffic Bureau, Stuttgart, Ark., vs. A. & R 
et al. 

Rates in violation sections 1 and 3, clean rice and clean rice by. 
products, points in Ark., La., and Tex., also Memphis, Tenn., ty 
points in Ala., Conn., Del., Fla., Ga., Ill., Ind., Ia., Kan., Ky., La, 
Me., Md., Mass., Mich., Minn., Miss., Mo., Neb., N. H., N. J., N. 
, oe? 2 . om oO. COkm., Fa., R. f., 6. C. &. BD. Fenn, Tea 
Va., Vt., W. Va., Wis., and D. C., via the published through 
routes, including routes through gulf ports in connection 
with water and/or water and rail service beyond. Millers and 
shippers in La., Tex., Memphis, Tenn., preferred. Asks cease ané 
desist order and rates. (C. C. Dehne, t. m., Stuttgart, Ark.) 

No. 26431. The Joseph Schonthal Co., Columbus, O., vs. N. Y. C. et al 

Unreasonable charges, scrap iron, Palmer, Mass., to Monessen, 
Pa. Asks cease and desist order, rates and reparation. (G. M. 
Stephen, commerce atty., 19 S. Wells St., Chicago, IIl.) 

No. 26431. Sub.-No. 1. The Joseph Schonthal Co., Columbus, O., vs. 
nN. Zz. ©. Ob al. 

Rates, scrap iron, Waterbury, Conn., to Monessen, Pa., in vio- 
lation section 1. Asks new rate and reparation. (G. M. Stephen, 
atty., 19 S. Wells St., Chicago, Il.) 

No. 26431. Sub.-No. 2. Same vs. Same. 

Same complaint and prayer as to scrap iron, Waterbury, Conn, 

to Monessen, Pa. 


No. 26431. Sub.-No. 3. Same vs. Pennsylvania et al. 
Same complaint and prayer as to scrap iron, Bristol, Conn., to 
Monessen, Pa. 


No, 26431. Sub.-No. 4. Same vs New York Central et al. 
Same complaint and prayer as to scrap iron, Palmer, Mass. 
to Monessen, Pa. 


No. 26432. The Cudahy Packing Co. et al., Chicago, Ill., vs. Sioux 
City Terminal et al. 
Attacks proposed switching charge of $6 a car of Sioux City 
Terminal at Sioux City, Ia., as in violation sections 1 and 3, if 
such charge becomes effective without a corresponding increase 
in amount of switching absorption at Sioux City by the line-haul 
carriers. Ask that cause be consolidated with L & S. No. 3963, 
switching charges at Sioux City, Ia., in which proposed increase 
has been suspended until October 6, 1934, now assigned for hear- 
ing at Sioux City, April 23. This complaint also assigned for 
hearing at that time and place. Ask adjustment of through 
routes, rates, including joint rates, charges, rules and regulations, 
to avoid violation of act alleged. (Walter, Burchmore & Belnap, 
attys., 1522 First National Bank Bldg., Chicago, Ill.) 












*? 





Docket of the Commission 





NOTE—Items In the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


April 9—Grand Island, Neb.—-Examiner Armes: 
26152 and Subs. 1 to 3, incl.—Grand Island Livestock Commission 
Co. et al. vs. A. C. & Y. Ry. et al. 
April 9—Memphis, Tenn.—Examiner McChord: 
1. & S. 3957—Iron and steel Memphis to Mississippi. 
April 10—Washington, D. C.—Examiner Williams: 
26348—Robt. G. Lassiter & Co. et al. vs. A. C. L. R. R. et al. 
April 10—New York, N. Y.—Examiner Snider: 
26352 and Sub. 1—Presbrey-Leland Studios, Inc., formerly operating 
as the Presbrey-Leland Co., Inc., vs. N. Y. N. H. & H. R. et al. 


April 10—Washington, D. C.—Examiner Hosmer: 
25630—In divisions of joint class rates in official territory. 
26141—Chesapeake Western Ry. vs. A. C. & Y. Ry. et al. 
April 11—Grand Island, Neb.—Examiner Armes: 
24846—Edward E. est and Fred S. James, doing business as the 
7 Valley Potato Growers’ Marketing Co., vs. Arkansas R. R. 
a 3 
April 11—New York, N. Y.—Examiner Snider: 
25991—Certain-teed Products Corp. vs. C. & N. W. Ry. et al. 


April 11-12—Argument at Washington, D. C.: 
22907—industrial Sand Cases, 1934—(and cases grouped therewith). 


April 12—Grand Island, Neb.—Examiner Armes: 
2” ones Bros., Schellak & Co. et al. vs. A. T. & S. F. Ry. 
e i 
April 13—Grand Island, Neb.—Examiner Armes: 
26298—Grand Island Livestock Commission Co. et al. vs. A. T. & 
S. F. Ry. et al. 
April 13—Argument at Washington, D. C.: 
I. & S. 3130—Part 18—Southwestern Rates—Rates on export, im- 
port and coastwise carload commodities. 
April 13—Sheffield, Ala.—Examiner McChord: 
26365—J. H. Condra & Co. vs. A. G. S. R. R. et al. 
26404—Town of Pulaski, Tenn., vs. A. G. S. R. R. et al. 
26350—Athens Grain Co. vs. L. & N. R. R. 
April 14—Argument at Washington, D. C.: 
25170—Accounting for capital items (in re: A. C. L. R. R. and 
A. B. & C. R. R.). 
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No. y@pril 7, 1934 





EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1. Central Freight Association Docket 

2. Central Freight Association Hearings 

3. Central Freight Association Coal, Coke & Iron Ore Docket 
4. Eastern Commodity Rate Revision Committee Hearings 

5. [linois Freight Association Docket 

6. National Diversion and Reconsignment Committee Hearings 
7. National Perishable Freight Committee Docket 

8 New England Freight Association Docket 

9. New England Freight Association Hearings 

10. Southern Freight Association Docket 

11. Southern Freight Association Dispositions 

12. Southern Freight Association Coal & Coke Committee Docket 
13. Southern Perts Foreign Freight Committee Docket : 
14. Southwestern Freight Bureau Docket 

15. Southwestern Freight Bureau Hearings 

16. Texas-Louisiana Tariff Bureau Docket 

17. Transcontinental Freight Bureau Applications 

18. Transcontinental Freight Bureau Dispositions 

19. Trunk Line Association Docket 

20. Trunk Line Association Hearings 

21. Trunk Line Coal & Coke Committee Docket 

22. Trunk Line Coal & Coke Committee Hearings 

23. Western Trunk Line Docket 

24. Western Trunk Line Hearings 

25. Western Trunk Line Dispositions 

26. Joint Hearings of Rate Committees 

27. Fourth Section Applications 

28. Fourth Section Orders 

29. Sixth Section Applications 

30. Sixth Section Permissions 

31. New Tariffs and Supplements Filed with the I. C. C. 

32. Tariffs Rejected by the IL. C. C. 

33. Investigation and Suspension Orders 

34. Suspension Orders Vacated 

35. Released Rate Orders 

36. Express Tariffs Filed with the I. C. C. 

37. Shipping Board Bureau Tariffs—Intercoastal 

38. Shipping Board Bureau Tariffs—Other than Intercoastal 
39. Shipping Board Bureau Short Notice Applications 

40. Shipping Board Bureau Short Notice Permissions 

41. Shipping Board Bureau Suspension Orders 

42. Shipping Board Bureau Orders Vacating Suspension 

43. Tariffs Returned by the Shipping Board Bureau 

44. Consolidated Classification Docket 

45. Express Classification Docket 

46. Adoption Notices 

47, Address ef Railroads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Modifications and Cancellations 

49. Steamship Sailings 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 
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CALMAR LINE 


INTERCOASTAL SERVICE 


WESTBOUND SCHEDULE 





SAILS ARRIVES 
oy- Ee ee Es eee we Wes ee 
STEAMER age Phila- Les San Alameda| Tacoma 


me Baltimore delphia | Angeles |Francisco Oakland Portland) Seattle 


LOSMAR 13 | Sailed | Sailed | Arrived! Arrived| Arrived|Apr. 9)/Apr. 11 
PENNMAR || 14 | Sailed | Sailed | Arrived|Apr. 9)Apr. 11|Apr. 16\/Apr. 18 
CALMAR 13 | Sailed | Sailed |Apr. 12/Apr. 16/Apr. 18|Apr. 23|Apr. 25 
YORKMAR | 22 | Sailed | Sailed |Apr. 19/Apr. 23/Apr. 25|Apr. 30/May 2 
OAKMAR 15 |Apr. 7/Apr. 11|/May 3|May 7\/May 9/May 14/May 16 
VERMAR 13 <- 21|Apr. 25|May 17|May 21|May 23|May 28|May 30 

ay 5\May 9/May 3l1\June 4\June 6/June 11/June 13 
FLOMAR 15 [May 19/May 23/June 14|/June 18/June 20) June 25/June 27 


For information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 

Baltimore, Md., 15 South Gay Street Los Angeles, Cal., 410 Chamber of Com- 

Chi » ill., 140 South Dearborn Street merece Bullding 

Detroit, Mich., 556 Book Bidg., Washington Oakland, Cal., ist and Market Streets 
Boulevard and Grand River Portiand, Ore., 917 Board of Trade Bid 


New York, N. Y., 5 B way San Franelsce, Cal., 215 Market Street, 
Philadelphia, Pa., Bourse Building Matson Building 
Pittsburgh, Pa., Oliver Bullding Seattle, Wash., 1519 Railroad Avenue, 
Rochester, N. Y., Temple Building South 

EASTBOUND SCHEDULE 


SAILS ARRIVES 

‘ Grays | Astoria | Stock-| Oakland) San Los | New | Phila- | Balti- 
Seattle! Har Francisco] Angeles| York | delphia| more 
Sailed | Sailed | Sailed | Sailed | Sailed | Sailed | Sailed |Apr. 9/Apr. 12\Apr. 16 
Sailed | Sailed | Sailed | Sailed | Sailed | Sailed | Sailed |Apr. 19|Apr. 23/Apr. 26 
Sailed | Sailed | Sailed | Sailed | Sailed | Sailed | Sailed |Apr. 26/May 4\May 7 















Sailed |....... Sailed |Apr. 9/Apr. 10/Apr. 10|Apr. 12;/May 3|May 7/May 10 
Apr. 7\Apr. 9|Apr. 12/Apr. 16/Apr. 17|Apr. 17|Apr. 19|May 10|May 14|May 17 
“ eer Apr. 19|Apr. 23|Apr. 24 a 24\Apr. 26|May 17\May 21|May 24 
Apr. 21)Apr. 2: a 26\Apr. 30|/\May 1/May 1\May 3\May 24|May 28|May 31 

lay 3\/May 7\May 8|\May 8)May 10/May 31\June 4iJune 7 


ay 5|May 7\May 10\May 14|/May 15|May 15|May 17\June 7\Junell|June 14 
May 191....... May 24'May 28|May 29/May 29|May 31|June 21\June25/June 28 


*Also calls at New London about April 29 fAlso calls at Newport News about April 25 
*Also calls at Boston about April 30 #Also calls at Norfolk about April 14 
**Also calls at Albany about May 12 TAlso calls at Eureka about April 8 
tAlso calls at Norfolk about April 25 
Subject to change and/or cancellation without notice, as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 








INVESTIGATE 
AND 
SAVE 


Investigate the advantage of routing your 

shipments to and from the Orient through 

Seattle. This means sending them via 
American Mail Line President Liners, thus 
saving time, insurance and money. Reg- 
ular sailings every alternate Saturday from 
Seattle; arrivals every alternate Tuesday. 


A fleet of express cargo liners with frequent 
sailings to Japan, China and the Philippines 
augments this service. Ship via Seattle on 
American Mail Line ships. 


For intormation, apply desk No. 6 


21 West Street 

1714 Dime Bank Bldg 

110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


if 


re 








PAGE 672 


CUTS PACKING 
COSTS 65% 


A soft, flexible packing material 

for a wide variety of purposes. 
Gives over twice as much 
yardage as single-faced 
corrugated. 


Write for samples 
and prices. 


CENTRAL FIBRE 
PRODUCTSCO., Inc. 


108 N. Franklin St., Chicago 


| For Sale by Estate. 
PRIVATE CAR 


—built by Pullman Company, com- 
pletely reconditioned 1930. Plans 
will be furnished upon request. 


American Security & Trust Co. 


Executor 


Washington, D. C. 


THE PORT OF MILWAUKEE | 


“‘The Most Progressive Port on the Great Lakes’’ 


Modern Terminal on Outer Harbor 
Municipal Open Dock Municipal Transit Shed No. | 
Municipal South Pier No. | Municipal Mooring Basin 

Municipal Air Marine Terminal 

Handle All Commodities—Bulk and Package Freight 

Modern handling equipment, dockside tracks, open 

storage, no bridge interference, 

24-hour service. Reasonable Rates. 

Inquiries Solicited 
Board of Harbor Commissioners 
709 City Hall Milwaukee, Wisconsin 


A 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmissien Cases and 
Commerce 


Departmental Service 
815 Mills Bldg. Specialists 
HENRY J. SAUNDERS 


WASHINGTON, D. C. 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
te Rates—Censolidatiens and Valuatiens 


Valuation 
648 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 


Focuncccucccccnccsccccauccescecescscacsesness 


The Traffic World 


Vol. LIIl, No. 14 


April 14—Boston, Mass.—Examiner Snider: 
1. & S. 3955—Rubble Stone between points on B. & M. R. R. 
April 16—Wichita, Kan.—Examiner Armes: 
25888—Kansas Milling Co. et al. vs. A. T. 
25729—Carey Salt Co. vs. S. P. Co. et al. 


April 16—Argument at Washington, D. C.: 
25671—Fruit Importers, Ltd., et al vs. A. C. L. R. R. et al. 
26853—American Highway Freight Association, Inc., vs. S. E. Ex. 

press Co. et al. 

© 16—New Orleans, La.—Examiner McChord: 

. & S. 3953—Brewers’ Rice—New Orleans to W. T. L. points. 

Pt 16—Boston, Mass.—Examiner Snider: 
26125—Glenwood ‘Range Co. vs. N. Y. N. 


April 17—Argument at Washington, D. C.: 
26021—Illinois Coal Traffic Bureau vs. A. & W. Ry. et al. 
26091—Penn Veneer Co. vs. Pa R. R. et al. 
26110—White Eagle Oil Corp. vs. C. & N. W. Ry. et al. 


April 17—Boston, Mass.—Examiner Snider: 
26123—The Sessions Foundry Co. vs. N. Y. N. H. & H. R. R. et al. 


April 17—Wichita, Kan.—Examiner Disque: 
19222— Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al, 
April 17—Kansas City, Mo. ee Taylor: 
24567—Henry Lichtig & Co. vs. M. P. R. R. 


April 18—Argument at Washington, e. es 
25730—Kroehler Mfg. Co. et al. vs. B. & O. R. R. et al. 
25922—-Capital Construction Co. vs. | ~ & Q. R. R. 
26185—Globe Oil & Refining Co. vs. _& & FP. By. 


April 18—Boston, Mass.—Examiner Snider: 
25583—Consolidated Rendering Co. vs. B. & O. R. R. et al. 


April 18—Kansas City, Mo.—Examiner Taylor: 
26389—Weyl-Zuckerman & Co. vs. A. T. & N. R. R. et al. 
26390—Weyl-Zuckerman & Co. vs. A. G. S. R. R. et al. 


April ay at Washington, D. C.: 
25970—W. Case & Son Mfg. Co. vs. B. & O. t al. 
25980—and = 1—Idaho Grimm Alfalfa Seed | a Association 
& R. R. R. et al. 
90546 Nerthwrest Seed Co. vs. O. S. L. R. R. et al. 
April 19—Boston, Mass.—Examiner Snider: 
26283—Motor Truck Club of Massachusetts et al. vs. B. & M. R. R. 
April 20—Argument at Washington, D. C.: 
1. & S. 3945—Phosphatic sand or clay from Florida to the south. 


ny >. oe. D. C.—Examiner Disque: 
- 3939—Switching at High Point, N. C. 


Pint, 20—St. Louis, Mo.—Examiner Disque: 

* Fourth Section Application No. 15387, filed by F. A. Leland, and 
Fourth Section Application 15395, filed by E. B. Boyd—Class rates 
in Kan., Mo. and Southwest. 

* Fourth Section Application No. 15441, filed by F. A. Leland, class 
rates in Mo., Kan. and Ill. 


& S. F. Ry. et al. 


H. & H. R. R. et al. 


(further hearing). 


Merchandise Storage | 
Most Modern Warehouses in 

Chicago, Kansas City and Los Angeles 

CROOKS TERMINAL WAREHOUSES: 


= Storage and Distributing of Merchandise of Every Description? 


4ESSESASATS STATS SRSSSK ESAS SS SSA SSSSESSSSSS SSCS SS SSE ESSE ESE SS SESE ESSER eee eee! 


Pesececscccsecsssssessessssessssessnsssssesseegesssncessssssssnscscsssesssesscscases 


HARTMAN’S FREIGHT RATE SERVICE 
Since 1908—Pioneers 
Eastern Freight Rates—oy ere Tae! ice 
Western Freight Rates — Covering clase and 


Hartman’s Chicago Guide — . 
Books sent on trial 732 Federal Street, Chicago 


Pocceveucacccessesssesssest 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washingten, D. C.3 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


PUSecececssssssecsccecccseceenssacevcsssssscssessessesas 


Fovvevevepevepppereeecces’ 





